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FREIGHT LOADING AND POLITICS 

Some effort has been made in this presidential cam- 
paign year to convince the public that the idea that busi- 
ness necessarily slumps in years when presidents are elected 
is not in accord with the facts. Studies have been made 
to show that business has been good in some presidential 
campaign years and that, therefore, a slowing up of com- 
mercial activity does not always come at such times. 

Perusal of revenue freight loading statistics of the 
American Railway Association show that, in 1924, when 
President Coolidge was elected, revenue freight loading 
totaled 48,534,433 cars, as compared with 49,812,113 cars 
in 1923 and 51,224,153 cars in 1925. In 1920, however, 
when President Harding was elected, revenue freight load- 
ing totaled 45,118,472 cars, as compared with 41,832,536 in 
1919 and 39,323,158 cars in 1921. 

For 1928, it is estimated that revenue freight loading 
will total approximately 50,400,000 cars, as compared with 
51,714,302 cars for 1927, a decline of approximately 1,300,- 
000 cars that may be accounted for by those who see it 
that way by the uncertainties of politics. No doubt, how- 
ever, other factors must be taken into consideration in deter- 
mining the whys and wherefores of ups and downs in 
revenue freight loading. 

It was recently estimated that the peak week of the 
year would be reached about the middle of October, when 
it was expected that loading would be about 1,100,000 cars 
aweek. For the week ended September 1, however, loading 
totaled 1,116,948 cars, or more than 16,000 cars above the 
estimate for the peak week of the year. The peak week in 
the history of the railroads was that ended October 29, 1926, 
when 1,208,878 cars were loaded. 

Apparently, the business of the United States has 
come to require the transportation of an average of a trifle 
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under or over 1,000,000 carloads of revenue freight a week 
and it would take a terrific political upheaval to bring 
about a heavy reducion. In 1926, the average exceeded 
1,000,000 cars a week, in 1927 it was slightly below 1,000,- 
000 cars, and, from present indications, it will be slightly 
below 1927 in 1928. However, 50,000,000 carloads of 
revenue freight in a year represent “some loading.” 


SUPREME COURT CASES 

When the Supreme Court of the United States con- 
venes next month there will be before it for consideration 
three cases the decisions in which will have important 
bearing on regulation of railroads. In its broad aspects, 
the so-called O’Fallon recapture case is the most important 
of the three. The others are the lake cargo coal case 
and the so-called Subiaco route case. It is regarded as 
probable that the court will hand down decisions in these 
cases before its coming term is terminated—that is, by 
June, 1929. 

The O’Fallon case is the result of the Commission’s 
decision in Finance No. 3908, excess income of the St. 
Louis & O’Fallon Railway Company, and Finance No. 4026, 
excess income of the Manufactuers’ Railway Company, 
wherein the property of the O’Fallon was valued for recap- 
ture purposes. It is regarded as a test case. If the Com- 
mission is upheld by the Supreme Court, it may be expected 
that the work of valuing the railroads for recapture pur- 
poses will make progress rapidly. If the court disapproves 
of the valuation methods of the Commission, revision of 
those methods in line with views expressed by the court 
must be made. 

The issue in the O’Fallon case is whether or not the 
Commission has placed a value on the O’Fallon property 
to which the owner of the property is entitled under the 
applicable provisions of law. The O’Fallon and the rail- 
roads generally contend that the Commission has erred. 
Former Commissioner Hall, in his dissenting opinion in the 
case, summarized the issue in a few words as follows: 

As to this major part of the carrier’s property devoted to 


carrier purposes in 1923, no consideration is given to costs and 
prices then obtaining or to increase therein since 1914. 


“Public regulation of railroads, if is to be successful, 
must rest upon a firm foundation and be guided by prin- 
ciples which will lend confidence to industry and .invest- 
ment,” said the majority of the Commission in the O’Fallon 
decision. “The current reproduction cost theory of ‘fair 
value’ is utterly inconsistent with this end, and in our 
judgment it is equally inconsistent with any sound con- 
ception of justice.” 
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Commissioner Hall said that the Commission, under 
the law of the land, “must accord weight in the legal sense 
to the greatly enhanced costs of materials, labor, and 
supplies during the periods of inquiry, here the recapture 
years, over those prevailing in the pricing period. The 
majority, in according no weight to such evidence, dis- 
regard highly relevant facts, established by competent tes- 
timony and undisputed. They offer no justification except 
4 forecast of unfavorable economic results, an exposition of 
better results to be anticipated from safeguarding the 
amount prudently invested in the property rather than the 
value of the property itself, and a doubt whether the 
courts, when called upon to construe the valuation and re- 
capture provisions of the interstate commerce act, would 
still apply the principles of valuation enunciated by the 
Supreme Court in cases which did not arise under that 
statute.” 

The country has yet to hear from the Supreme Court 
as to principles of valuation relating specifically to valua- 
tion of railroads for rate-making purposes. The court 
may speak with finality in the O’Fallon case, which is set 
for argument next January. 

The issues in the lake cargo coal case have been before 
the public more recently than those in the O’Fallon case. 
They arise from the Commission’s decision in I. and S. No. 
2967, lake cargo coal from Kentucky, Tennessee, Virginia, 
and West Virginia to Lake Erie ports, wherein it was held 
that the proposed reduction of 20 cents a ton on lake cargo 
coal from the southern fields had not been justified. The 
Commission held, in an amended order in the case, that 
the rates proposed would be unreasonable and that has been 
construed as meaning “unreasonably low.” Although the 
Commission said in its decision that it was not within its 
power to adjust rates for the primary purpose of enabling 
competing shippers to market their products, the three-judge 
court in West Virginia, in its decision enjoining the Com- 
mission’s order, said it thought the Commission’s action 
was essentially an effort “to equalize industrial conditions 
or to offset economic advantages by rate adjustments, not 
warranted by anything contained in the transportation act 
of 1920 or in the Hoch-Smith resolution.” 


An interesting point was raised by the court when it 
said it thought the Commission erred, as a matter of law, 
in holding that the burden was on the carriers, who filed 
schedules reducing rates, to show that the rates as reduced 
were not unreasonably low as compared with lower max- 
imum rates prescribed for shipments from another field. 
The interstate commerce act affirmatively places on the 
carrier the burden of proof to show that a proposed in- 
creased rate is just and reasonable, but it is silent as to the 
burden of proof with respect to proposed reduced rates. 
The highest court may pass on this question in disposing 
of the case. 

In November, the Supreme Court, for the third time, 
will hear argument in the Subiaco route case, docketed as 
No. 607, United States of America, Interstate Commerce 
Commission, and Fort Smith, Subiaco & (Rock Island 
Railroad Company, appellants, vs. Missouri Pacific Rail- 
toad Company, appellee, on appeal from the district court 
of the United States for the western district of Arkansas, 
Fort Smith division. In this case the Commission required 
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the Missouri Pacific to join in through routes with other 
carriers that compete with the Missouri Pacific’s long-haul 
route. Paragraph 4 of section 15 of the interstate com- 
merce act provides that the Commission shall not require a 
carrier by railroad to join in through routes that do not 
embrace its long route unless such long route would be 
unreasonably long. The construction of paragraph 4, sec- 
tion 15, is in issue in this case, the Commission contending 
that the district court, which set aside the order, erred in its 
construction of the paragraph when it held that, under it, 
a carrier, whether an initial carrier or otherwise, could 
not be compelled to join in through routes that did not 
substantially embrace its long haul except on findings that 
the inclusion of its long haul would render the route un- 
reasonably circuitous, which findings were not made by 
the Commission in this case. 


HOCH-SMITH LIVESTOCK 


Western trunk line carriers in’ a brief filed with the Com- 
mission in No. 17000, part 9, rate structure investigation, west- 
ern livestock rates, advance four major propositions as follows: 


1. Present earnings of western trunk line carriers are insufficient 

to insure the maintenance of adequate transportation for the ‘future. 

Livestock traffic fails to participate adequately in producing 
net railway operating income. 

Economic conditions and price levels in respect to livestock 
are now extremely good. 

Carriers’ proposed rate scales in western trunk line territory 
are as low as may lawfully be required. 


The carriers said the brief related to that part of the west- 
ern district wherein the present earnings of carriers showed 
the greatest depression below a fair return, where valuations 
as made by the Commission most nearly approximated the 
property investment as carried on the books of the carriers, 
where the livestock rates were now lower than anywhere else 
in the United States and where the conditions in the livestock 
industry itself had shown the greatest recovery from the de- 
pression that followed the break in prices in 1920. 

Attention is called by the carriers “to the fact, as disclosed 
by this record, that the whole atmosphere of this proceeding 
was entirely different from the proceedings in respect to live- 
stock rates in 1921, 1923, and 1925-1926.” They say in those 
years the representatives of the livestock industry were stress- 
ing with vigor the economic distress in the entire industry or 
in certain branches of it and clamoring for relief through the 
medium of reductions in freight rates, while in the present pro- 
ceeding the outstanding effort of the livestock interest was 
either to avoid advances in freight rates or to obtain such 
particular readjustment as would be of benefit to the particular 
localities or markets they represented. 

“The increase in prices of livestock during the past few 
years has been such as to create a better feeling in the in- 
dustry and to permit of adequate returns to those engaged in 
it,” say the carriers. 

After citing specific instances of increases in prices paid 
to producers, the carriers say: 

The Hoch-Smith resolution was approved in January, 1925. On 
January 1, 1925, livestock in the United States had an inventory value 
on the farms of $3,145,164,000. On January 1, 1928, the inventory value 
had increased to $4,178,527,000, an increase of 32.8 per cent. This con- 
stituted an increase in inventory value of more than one billion 
dollars, although the number of livestock was appreciably less. 
The total freight rates annually paid on livestock approximate $100,- 
000,000. Since most of the livestock is located in the western district, 
and its movement is largely to the markets in that district, the 
great increase in value of livestock has inured to the benefit of 
livestock producers in the west. Gross freight revenue on livestock 
in the western district in 1926 amounted to $75,000,000. The increase 
in inventory value has been many times the total freight rates 
which have been paid. 


With respect to the present situation of western district 
carriers, the brief says the record shows those carriers, under 
present rate levels, are not able to earn as much as carriers 
in the other two districts, nor are they approximating the fair 
return of 5% per cent prescribed by the Commission. Either 
on the basis of investment accounts of carriers or on the con- 
cept of value employed by U. G. Powell, rate expert of the 
Nebraska commission, say the carriers, the “facts” above may 
be demonstrated. They show that the rates of return in 1926, 
on the bases indicated, were as follows: Western district, 4.44 
per cent on investment and 5.05 per cent on Powell value; 
eastern district, 5.68 per cent on investment and 6.24 per cent 
on Powell value; and southern district, 5.47 per cent on invest- 
ment and 7.45 per cent on Powell value. 

It is pointed out that the net railway operating income of 
western district carriers in 1926 was $454,051,723, and that in 
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1927 the net. declined to $407,881,895, or a decrease of almost 
$50,000,000. The carriers say the net in 1927 produced only 
a return of 3.92 per cent based on the investment account, or 
of 4.54 per cent based on the Powell value basis of $8,991,576,843 
for December 31, 1925. The latter computation, it is stated, 
disregards increase in value in 1926. 

The record demonstrates beyond possibility of contradiction, 
say the carriers, that the western trunk line carriers are earning 
even less than the western district carriers as a whole and, in 
fact, “are receiving the lowest return of any group of carriers 
in the whole United States.” In 1927, they say, western trunk 
line carriers earned only 3.02 per cent return, based on their 
investment in road and equipment, together with materials, sup- 
plies and cash. The rates of return, on property investment, of 
individual carriers, for 1927, are set forth as follows: Chicago 
& Alton, 1.71 per cent; Chicago & North Western, 3.80 per cent; 
Chicago, Burlington & Quincy, 4.60 per cent; Quincy, Omaha 
& Kansas City, deficit of 2.82 per cent; Chicago Great Western, 
1.388 per cent; Chicago, Milwaukee & St. Paul, 1.86 per cent; 
Chicago, St. Paul, Minneapolis & Omaha, 2.90 per cent; Green 
Bay & Western, 1.91 per cent; Minneapolis & St. Louis, 0.27 
per cent; and Soo Line, 3.02 per cent. 

A table is also submitted to show that for the carriers named 
above, with the exception of the Quincy, Omaha & Kansas City 
and the Green Bay & Western, those two carriers being omitted, 
the rate of return in 1927, based on the Commission’s tentative 
valuations, brought down to December 31, 1926, ranged from 
0.37 per cent to 4.71 per cent, and that the average was 3.35 
per cent. The deficiency below a fair return of 5% per cent 
as related to the same value was 56,129,000, according to the 
carriers. 

After further discussion as to the financial condition of the 
carriers to which particular reference is made, the carriers say 
that something is fundamentally wrong which produces any 
such result as indicated and that the western trunk line carriers 
“were not always in this unprosperous condition.” In a dis- 
cussion of the effect of wage increases to railway employes, it 
is stated that it is significant to note in connection with the 
decline of $46,242,818 in net railway operating income of west- 
ern district carriers in 1927 that wage increases stated on an 
annual basis obtained under the railway labor act account for 
more than half of the decrease in net. 

“The magnitude of the wage increases already made is silent 
but convincing evidence of the necessity for an increase in 
income to meet them,” say the carriers. 


The carriers assert that the Hoch-Smith resolution requires 
determination as to the severity of the depression affecting live 
stock and whether it still continues, and refer to data in support 
of their contention as to marked improvement in the condition 
of the live stock industry. 


The western trunk line carriers, according to the brief, pre- 
sented a comprehensive rate plan and took the position that 
any general revision of live stock rates in the western district 
would require an increase in western trunk line territory, ad- 
mittedly the “low spot,” and that in thé event such a general 
revision was not acceptaable. to the interested parties, there 
would be no objection to a continuation of the existing basis, 
provided such basis be increased by not less than 20 per cent. 

In a supplemental brief, incorporated in the main brief, 
reference is made to the Commission’s decision in Eastern Live 


Stock Cases of 1926 “wherein five members of the Commission, : 


constituting a majority of those participating, reduced the 
present Central Freight Association distance scale of live stock 
rates by approximately 12 per cent.” 


“From the standpoint of the present proceeding,” says the 
carriers, “the most significant fact developed in the majority 
opinion is that live stock rates in Central Freight Association 
territory should properly be lower than rates in the western 
district.” 


After reviewing the decision, the carriers say the same 
facts and logic that led to the decision as to the rates in Central 
Freight Association territory, ‘“‘make necessary higher live stock 
rates in the west than obtain in Central Freight Association 
territory.” They say the findings are entirely in accord with 
their own theory upon which they presented evidence in the 
present proceeding and are supported by the evidence presented 
by the carriers. They ask that the decision in the eastern live 
stock case be given consideration in connection with an analysis 
of the evidence in the present proceeding. 

John F. Shaughnessy, chairman of the Nevada commission, 
says in his brief that depression exists in the livestock industry 
represented by cattle, sheep and hogs, that justifies a very sub- 
stantial reduction in the rate level—the equivalent of a 25 per 
cent reduction—even though it may be necessary to apportion 
the burden by making such flat per ton increases in rates as 
may be necessary. He says this reduction can be made with- 
out imparing the maintenance of an adequate system of trans- 
portation by applying tonnage charges to all traffic, including 
livestock traffic, and by the adoption of some pooling plan for 
revenues in the western district, similar to the Potter plan 
advocated by former Commissioner Potter in Ex Parte 87 and 
Docket No. 17000 in 1925. He says the railroads are prosperous; 
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that in 1926 the net earnings in the western district were shown 
as 49214 million dollars, a return of 4.78 per cent on book-cogt 
investment of 10.29 billion dollars, compared with net earnin $ 
of $278,475,000 on book-cost investment of $9,190,000,000 at the 
end of 1921, or just prior to the 1922 reduced rates. 

The state of Colorado submits argument in support of the 
following propositions: 

That the existing arrangement which permits shipments to be 
sorted and sold in transit on the Denver livestock market at the 
through rate from point of origin to final destination should be 
maintained. 

That the condition of the livestock industry in Colorado is such 
that no increase in rates should be granted under the terms of the 
Hoch-Smith resolution. 

That a discrimination in favor of the livestock markets on the 
Missouri River and against the Colorado markets should be removed 


The state of Kansas says the Commission should find: 


1. That the depression which existed in the western trunk line 
territory following the war still exists, though perhaps not so marked 
as it was a few years ago; that agriculture, livestock raising and 


shipping as industries are slowly recovering from this depression 
but are in no condition to warrant an additional burden such ag 
would result from the increase in freight rates sought herein. ; 

2. There is no pressing need for increases in revenues in the 
western territory as a whole. No such necessity has been shown 
in this record, and the schedules of rates finally decided upon should 
not be fixed for the purpose of granting increases in revenues to 
the carriers in the western territory at this time. 

3. That the central western district should be considered separ. 
ate and apart from the northwestern territory and the southwestern 
territory. 

4. No uniform scale of rates can be supplied to the entire western 
territory without being unjust to a large portion of the territory 
and preferential to other parts. si 

. Kansas should enjoy better treatment than the state of 
Oklahoma and the southwest, on account of better transportation 
and traffic conditions, higher revenues and lower costs, and other 
factors necessary to be considered in determining the basis for rates 
in different sections of the country. 

6. The 13535 scale, in so far as it affects rates in Kansas and 
rates from points in Kansas to other territories, should be disre- 
garded in the determination of the issues in this case, and whatever 
scale of rates is determined for Kansas should be graded and 
blended into the scale made applicable to Oklahoma and the south- 
west territory. 


SOUTHWESTERN CLASS RATES 


Southwestern carriers,.by petition in I. and S. No. 3130, 
have asked the Commission to vacate portions of orders in this 
proceeding in so far as they concern rates held in force thereby 
on all articles not mentioned in an exhibit set forth in the peti- 
tion embracing a long list of commodities. Among the articles 
as to which the request for vacation applies are alcohol, de- 
natured; sulphate of alumina, or papermaker’s alum; ammonia, 
anhydrous; ammonia, aqua; nitrate of ammonia; perchlorate 
of ammonia; axes, carloads; bakery goods, carloads; carbonate 
of barium; dried beans and peas; chain or link belting; boxes, 
wooden, new; brooms, carloads; buttermilk, animal feed; car- 
bide of calcium, carloads; cans, fiberboard, paper, pulpboard or 
strawboard, with fiberboard, paper, pulpboard, strawboard or 
metal tops or bottoms; carbon black; shipping carriers, bottle 
boxes or crates, with permanently fixed partitions; asbestos 
cement; cereal food preparations; chains; wood charcoal; ani- 
mal charcoal; cordage, rope, twine and lath yarn; popcorn; 
cork bars, rod, sheet or slab, etc.; boiler and pipe covering; 
glass cylinders; excelsior packing cushions or mats; revolving 
doors; emigrant movables, carloads; engines; epsom salts; 
fiber, wood and manilla; window frames and sash, iron or steel, 
unglazed or glazed with glass other than plate, leaded or 
stained; dried fruits; liquefied chlorine gas; gas, carbonic acid, 
in steel cylinders; plate glass; polished wire glass; glassware, 
except machine-pressed tumblers and glasses, carloads; window 
glass and rough rolled glass; building stone and artificial stone; 
cotton knit underwear and hosiery; dry and green hides; ice; 
powder kegs—empty iron; glass lamp chimneys, lantern globes, 
etc.; linoleum, cork carpet, felt. base flooring, asphalt; mac- 
aroni, noodles, spaghetti, etc.; cotton gin machinery;- grass 
matting; picks, mattocks, sledges, carloads; quartzite, mica grit; 
nursery stock; pecans and edible nuts; contractors’ outfits, camp 
outfits; chili pepper; sewer pipe and related articles; coal tar 
and pitch; guayule plant, carload; glass house furnace pots; 
powder and high explosives, carloads; refrigerators; plaster 
retarder; irons, sad; concrete slabs; tin can stock; stoves, 
ranges and hollowware, etc.; talc, carloads; tobacco products; 
horse-drawn vehicles, carloads; washboards, straight carloads; 
sash weights, cement; cotton fabrics in lots of 20,000 pounds 
or more, except shade cloth; and peanuts, carloads. 

Reasons why the carriers think the suspension should be 
lifted are given as to each of the commodities named above. 
The commodities named were set forth in petitions for suspel- 
sion. 

The carriers said it should be understood that the request 
for vacation applied not only to articles named, but to all other 
commodities not named in the exhibit in the petition. 





LEAD PIPE RATES 
In the abstract of the Commission’s decision, by division 4, 
in No. 19613, Federated Metals Corporation vs. Southern et al. 
in The Traffic World of July 28, p. 203, the title of the case was 
erroneously omitted. 
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GRAIN AND GRAIN PRODUCTS 


Proposed increased rates on grain and grain products from 
st. Louis, Mo., to Southern Railway stations in western Ten- 
nessee have been found not justified by the Commission, division 
3 in I. and S. No. 3083, grain and grain products from St. 
Louis, Mo., to Southern Railway stations in Tennesses. The 
suspended schedules have been ordered cancelled on or before 
October 24 and the proceeding has been discontinued. 

Respondents proposed to increase the proportional or re- 
shipping rates on grain and grain products, in carloads, from 
St. Louis and points taking the same rates such as East St. 
Louis, Madison and Granite City, Ill. to all stations on the 
Southern in western Tennessee from Normal to Chewalla, 
inclusive, except Somerville, Grand Junction and Middleton. 
The Memphis Merchants Exchange protested. 

The report said the present rates applied over various 
routes and that the only route that would be affected by the 
establishment of the proposed rates would be that over the 
Frisco to Memphis and the Southern beyond. It said the pro- 
posed adjustment would increase the rates over the short route 
only and if permitted to become effective would probably result 
in the discontinuance of the use of that route. It said the 
proposal also would create fourth-section departures because of 
the continuance of a 16-cent rate at Grand Junction and Middle- 
ton with higher rates of 19 and 22 cents applicable at intermedi- 
ate points, and that because of this objection alone, the precise 
schedules proposed could not be found justified. 

“The schedules proposed,” said the Commission, “would 
increase the rates over the short route, leaving in effect the 
present rates over more circuitous routes. If the present rates 
be reasonable for application over the more circuitous routes to 
which the Frisco is a party and also over the eastside lines, 
it would appear that they are reasonable for application over 
the short route.” 


IRON AND STEEL ARTICLES 


In I. and S. No. 3084, iron and steel articles from western 
Pennsylvania to Maryland and Virginia, the Commission, by 
division 3, has found justified the proposed increased rate on 
iron and steel articles, in less than carloads, from Pittsburgh, 
Pa., and certain other points in Pennsylvania east thereof, to 
Norfolk, Va., and other points in Virginia and Maryland on the 
Delaware-Maryland-Virginia peninsula grouped therewith, has 
vacated the suspension order as of September 18 and has dis- 
continued the proceeding. 

The Pennsylvania proposed cancellation of a commodity 
rate of 47.5 cents, thereby making applicable the fourth-class 
rate of 48 cents, or an increase of half a cent, according to the 
report. The Commission said the fourth-class rate of 48 cents 
applied on less-than carload shipments of iron and steel articles 
to the destination herein considered from points, on the B. & Q., 
the P. & L. E., and the B. & L. E., in the Pittsburgh group and 
from points on respondent’s lines west of and usually grouped 
with Pittsburgh; also from points on respondent’s lines in the 
Pittsburgh group to Newport News, Va. It was also pointed 
out that rates on like traffic from Pittsburgh to New York, 
Philadelphia and Baltimore had been on the fourth-class basis 
since November 1, 1918. 

Manufacturers located at points on respondent’s lines west 
of Pittsburgh complained of the adjustment under which they 
Were compelled to ship under a class rate while the commodity 
rate in issue was maintained. 

“We have heretofore stated that a commodity rate appli- 
cable on less-than-carload traffic is a pronounced departure from 
the usual practice,” said the Commission, adding that the class 
rate adjustment from and to the points herein considered was 
now before it in No. 15879, eastern class rate case, and that 
such exceptional circumstances as would justify it requiring 
continuance of the less-than-carload commodity rates on iron 
and steel articles were not shown in the instant case. 


RATES ON FERTILIZER 


In a report on reconsideration in No. 15230, E. Rauh & Sons 
Fertilizer Co. vs. Akron, Canton & Youngstown et al., the Com- 
mission, by division 2, has prescribed maximum reasonable rates 
on fertilizer from Indianapolis, Ind., to points in central territory, 
to be made effective on or before December 5. The Commission, 
In prescribing the rates, followed the decision in Ohio Farm 
Bureau Federation vs. A. & W., 146 I. C. C. 419, which was made 
after further hearing. 

In the original report in this proceeding, 132 I. C. C. 287, 
by division 2, the sixth class rates on fertilizer from Indianap- 
olis to points in central territory were found not unreasonable 
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in the past but unreasonable for the fuutre. A distance scale 
of rates, the same as that defendants in the original decision in 
the Ohio Farm Bureau case, 120 I. C. C. 361, were directed to 
establish for the future, was prescribed for future application 


from Indianapolis. At the time the instant proceeding was de- 
cided, according to the report, the Ohio Farm Bureau case had 
been reopened for further hearing and the rates defendants 
therein were directed to establish had not become effective, and 
the effective date of the original decision in the instant case 
was postponed, the case having been reopened on the Commis- 
sion’s own motion. 

On the further hearing in the Ohio Farm Bureau case, 146 
I. C. C. 419, it was found that the rates assailed on fertilizer 
between points in central territory, including Indianapolis, were 
and for the future would be unreasonable to the extent they 
exceeded or might exceed a distance scale of rates set forth 
in the report. That distance scale, according to the report, 
was slightly lower than that found reasonable for future appli- 
cation in the original report therein. 


The Commission said it saw no reason why different con- 
clusions should be reached herein. In the Farm Bureau case, it 
was also found that a reasonable minimum on fertilizer, in 
carloads, would for the future be 40,000 pounds. In the original 
report herein, said the Commission, 36,000 pounds was set forth 
as the applicable minimum for the future. For the reasons 
set forth in the report in the Farm Bureau case, the Commision 
said it was convinced that a minimum of 40,000 pounds per car 
would be just and reasonable for the future. The Commission’s 
finding follows: 


Upon reconsideration we find that the rates assailed are and for 
the future will be unreasonable to the extent that they exceed or 
may exceed, in carloads, rates per 100 pounds, based on the distance 
scale shown in the following table, subject to a carload minimum 
of 40,000 pounds. 


Te WI. 66s <00% 5 SP GB cnseee 12.5 400 miles........ 20.5 
Se. Ss 0640200 5.5 BOO BEB e i ccsces 12.5 420 miles........ 21 
ae Ms c652%0% 6 Be Ws ic44002 13 440 miles........ 22 
ay Ws Sh06sa0 6 see 13.5 460 miles........ 22.5 
OP Swi ccses 6.5 2 ee 4 450 WMiHOS....ccce 23 
Se MES 6.0:0:0040 7 Be: Ss 80000 14 . Lae 23.5 
SS. Di co esices 7 eee 14.5 520 miles........ 24 
Oe Gi, scccecs 7.5 BOO WINER... 0 0cs0 14.5 5 Ss 6000044 24.5 
CO MOB. cccccee 8 OE aaa 15 ee 25 
| eS Sa 8 oe 15.5 BOD WOR ccs cces 25 
Ff eer 8.5 230 miles........ 15.5 GPO WSS. .<2e0e 25.5 
GD MRSS. cc 0000s 9 ee See 16 i 
oe 9 eee 16 5 
Se Mec s0e0ss 9.5 , eee 16.5 

Oe Swe wewew-d 10 i. See 16.5 

Br. Me wise 8 10 ee eee 17 5 
Oe Behe ss0 002 10.5 cf; eee 17.5 

Se. GG 0s 0:00 0% 11 eee 18 5 
390 MOB. cccccse 11 I 18.5 5 
TIO AEIOBs ccccses 11.5 360 miles........19.5 § 
120 BBNOB. 664004. 12 eee 2 5 





In computing distances for the application of the foregoing rates, 
we find that the shortest routes shall be used over which carload 
traffic can be moved without transfer of lading. 


The Commission’s order requires the rates to be made effec- 
tive on or before December 5, but, through error, the “cease 
and desist” date in the order was stated as “October 5.” The 
correct date in both instances is December 5. 


CHARGE ON CARROTS AND PARSLEY 


In No. 19747, Morris Gofnick et al. vs. Chicago, Rock Island 
& Pacific, the Commission, by division 5, has awarded reparation 
on a finding that the refrigeration charge collected on a mixed 
carload of carrots and parsley from Mercedes, Tex., to Minne- 
apolis, Minn., was inapplicable. Only a refrigeration charge of 
$90 was assailed. 

The shipper, according to the report, ordered and the initial 
carrier furnished a car containing 10,500 pounds of ice in the 
bunkers. After the car had been loaded the shipper placed 
2,400 pounds of ice in the body of the car on top of the ship- 
ment and delivered it to the initial carrier on a bill of lading 
containing the following instructions: ‘Initial icing, do not re- 
ice in transit.” Contrary to these instructions, said the report, 
the car was reiced at Alexandria, La., and the full stated refrig- 
eration charge of $90 was assessed. Complainants contended 
that this charge was inapplicable because defendants disre- 
garded their instructions. 

The Commission said that, under the governing perishable 
protective tariff, for the service complainants desired, the 
charges would be $23.63 for the ice in the bunkers plus $18, or 
$41.63, instead of $90, as collected. The Commission said that 
transportation charges of $26.16 should have been assessed on 
the top ice. It found that the applicable charges were $41.63 
for the bunker ice and $26.16 for the transportation of the top 
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ice, and that complainants were entitled to reparation in the 
sum of $22.21, with interest. 


FRISCO ABANDONMENT CASE 

The Commission, by division 4, in finance No. 6598, has au- 
thorized the St. Louis-San Francisco to abandon operation of 
that part of the leased line of the Kansas City, Clinton & Spring- 
field between Belton, Mo., and Stanley, Kan., a distance of 8.98 
miles. Protests against the granting of the application were 
made by the Olathe Chamber of Commerce, residents of Cass 
county, Missouri, of Johnson county, Kansas, of Walnut Grove, 
Mo., and commercial organizations of Aldrich and Fairplay, Mo. 

The Public Service Commission of Kansas, which held the 
hearing for the Commission on the application, was of opinion 
that the application was supported by the evidence submitted 
and that, should the Commission grant the application, it would 
be justified in so doing, said the Commission. 

Since March 1, 1920, at least, said the Commission, operation 
of the Clinton line had always been unprofitable. It said econo- 
mies expected to result from the proposed abandonment would 
not increase revenues, but would have the effect of reducing 
deficits suffered by the Frisco from operation of the Clinton 
line. 

Protestants apprehended, said the Commission, that the pro- 
posed abandonment of operation was a step toward piecemeal 
abandonment of the Clinton line, but that such an intention on 
the part of the applicants, the Clinton having joined in the 
application, was disclaimed. It was pointed out that the Frisco 


had recently been authorized to acquire the properties of the 
Clinton. 





UNCONTESTED FINANCE GASE 


Supplemental report and order in F. D. No. 7054, modifying pre- 
vious order so as to permit the applicant, Western Railway of 
Alabama, pending the sale of $1,543,000 of first-mortgage gold bonds, 
to deposit them as collateral security for a loan or to pledge them 
as collateral for a short-term note or notes, approved. 


FINANCE APPLICATIONS 


Finance No. 7108. St. John & Ophir Railroad Co. asks authority 
prea operation of its line between Ophir and St. John, Utah, 
.06 miles, 

Finance No. 7109. Tampa & Gulf Coast Railroad Co. asks author- 
ity to issue $600,000 of improvements and extension mortgage 25-year 
6 per cent gold bonds and to sell them to the Seaboard Air Line 
Railway Co. at the principal amount thereof. 

Finance No. 7110. San Francisco-Sacramento Railroad Co. asks 
authority to extend its Pittsburg branch in Contra Costa county, 
Calif., less than a mile in length, to serve industrial plants. 

Finance No. 7106. The Pittsburgh & West Virginia Railway Co. 
asks authority to issue nominally $7,000,000 and to issue actually 
$3,000,000 of a proposed issue of $10,000,000 of first mortgage gold 
bonds, to provide funds for the first unit of construction of the Con- 
nellsville extension in Pennsylvania. Applicant proposes to sell the 
$3,000,000 of bonds at not less than 95 per cent of the face value 
thereof, net. It said negotiations with bankers had not been concluded. 

Finance No. 7054. Supplemental application of Western Railway! 
of Alabama asking authority to borrow $1,543,000 to pay bonds ma 
turing October 1, 1928, and to deposit as collateral the bonds heretofore 
issued under authority granted in this case and which the applicant 
says it as found it impossible to sell at a fair price. 

Finance No. 7105. Baltimore & Eastern Railroad Co. asks au- 
thority to issue and sell $650,000 of additional: capital stock and to 
acquire by purchase the line of the Baltimore, Chesapeake & Atlantic 
Railway Co. for operation. 

Finance No. 7112. Erie Railroad Co. asks authority to use ap- 
proximately 1.87 miles of*line of the Lehigh Valley Railroad Co. 
from its connection with the Erie to its connection with the Rochester 
Subway Railroad in the city of Rochester, N. Y., in order to reach 
the subway railroad. 

Finance No 6677. Second supplement application of Wichita Falls 
& Southern Railroad Co. for authority to issue $3,500,000 of first 
mortgage and collateral lien 5 per cent gold bonds; to cancel $161,000 
of common stock authorized in Finance No. 2213 and $688,000 of 
preferred stock authorized in that case, and to cancel $176,700 of the 
$1,176,700 of common stock authorized in No. 6677 under date of May 
5, 1928, and to issue in lieu of said stock $1,000,000 of stock, being the 
amount heretofore authorized less $176,700. 


FINAL VALUATION REPORTS 


Valuation No. 149, Mobile & Ohio Railroad Co. et al., opinion’ 
No. B-694, 143 I. C. C. 459-545, final value for rate-making purposes 
of the property of the Mobile & Ohio, owned and used for common 
carrier purposes, found to be $43,829,997; of property owned but not 
used, $49,818; of property used but not owned, $1,181,803, and of the 
property of the Warrior Southern Railway Co., owned but not used, 
$770,000, as of June 30, 1915. The report stated that the books of 
the Mobile & Ohio recorded an investment of $45,897,658.03 in carrier 
property, including lands. It said if readjustments were made in 
accordance with the classification of accounts, the investment would 
be reduced to $37,443,399.26, of which not less than $6,366,000 was 
represented by securities issued or assumed. The cost of reproduc- 
tion new of the property owned and used, exclusive of lands, was 
found to be $47,022,399, and cost of reproduction less depreciation, 
$35,639,074. The value of carrier lands and rights owned and used 
on date of valuation was found to be $4,004,383. The investment in 
carrier property of the Warrior Southern, a lessor of the Mobile & 
Ohio, was recorded in its books as $1,081,171.53. If readjustments were 
made, the total investment would be reduced to $776,406.19, all of 
which was represented by securities issued, according to the report. 
Cost of reproduction new of the Warrior Southern property was found 
to be $842,359, and the cost of reproduction less depreciation, $717,354. 
Present value (valuation date) of carrier land was found to be $621. 

Cost of reproduction new of all properties used but not owned by 
the Mobile & Ohio was found to be $922,212, and cost of reproduction 
less depreciation, $771,154. Present value (valuation date) of carrier 
lands used but not owned was found to be $355,995. Commissioner 
Eastman noted a dissent. Commissioner Woodlock said he concurred 
in principle with the report for reasons stated by him in Delaware 
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& Hudson Co., 116 I. C. C. 611, 618. Commissioners Taylor, Porter 
and Farrell did not participate in the disposition of the case. 

Valuation No. 1059, Skaneateles Railroad Co., opinion No. 
143 I. C. C. 426-39, final value for rate-making purposes of pr 
owned and used for common carrier purposes found to be $ 
as of June 30, 1918. 


B-692, 
Operty 
215,800, 


SUSPENDED TARIFFS 


In I. and S. No. 3162, the Commission has suspended from 
September 7 until April 7 schedules as published in Agent J. p 
Johanson’s I. C. C. No. 2055 and supplements Nos. 1 and 2 
thereto. The suspended schedules propose to change the raij. 
and-water rates on cotton, any quantity, from Texas points to 
eastern and New England points, resulting in increases ang 
reductions. The following is illustrative, rates in cents per 199 
pounds, from Dallas, Tex., to— 


Present Proposed 
CG. Ea ie, C. 20 com L Ce 
*Boston, Mass. .........sseeeeees 141 144.5 153.5 158.5 
IS... wid uta Siadine- ae wog eit 141 144.5 138.5 143.5 
<r ree 138 140 150.5 158 
WE: Rs Ee wadaweesaasescaenss 138 140 135.5 140 





*Applies via New Orleans, La. 
yApplies via Houston and Galveston, Tex. 


In I. and S. No. 3164, the Commission has suspended from 
September 12 until April 12, schedules as published in Supple. 
ment No. 4 to J. E. Johanson’s tariff, I. C. C. No. 2017. The 
suspended schedules propose to revise rules governing the bed- 
ding of cars for livestock shipments in the southwest in such 
manner as to provide varying charges for this service dependent 
upon the amount of material requested by shippers, resulting 
in increases wherever changes occur. 

In I. and S. No. 3163, the Commission has suspended from 
September 15 until April 15 schedules as published in the 
following tariffs, viz.: Chicago, Burlington & Quincy Railroad 
Company: C. B. & Q. I. C. C. No. 17132; Toledo, Peoria & 
Western Railroad: Supplement No. 8 to I. C. C. No. 14. The 
suspended schedules propose to increase the rates on vinegar, 
carloads, between St. Louis, Mo., and E. St. Louis, IIl., on the 


one hand, and Keokuk, Ia., on the other. The following is 
illustrative: 


From St. Louis, Mo., to Keokuk, Ia., present 1744, proposed 20%; 
from Keokuk, lIa., to St. Louis, Mo., present 16, proposed 20%. 


PETROLEUM PRODUCTS RATES 


A rate of 33 cents on refined petroleum products from group 
3 in the mid-continent oil fields to Paducah, Ky., is sought by 
complainants in docket 20914, Illinois Oil Company against the 
Santa Fe and others, according to the testimony at the hearing 
at Chicago, September 13, before Examiner Crowley. Prior to 
March 2, the charges were paid on the basis of combinations 
on the Mississippi River crossings of 44144 cents. Since that 
time the combination on East St. Louis and Cairo, Hl., has been 
39 cents. The combination on Memphis remains 44% cents. 
The complainant attacks the present rates as unreasonable 
and unduly prejudicial and asks reparation and the establish- 
ment of reasonable through rates. 

As evidence of the unreasonableness of the rate to Paducah, 
it was testified that, contemporaneously with the combination 
rate of 44144 cents via East St. Louis and Cairo, rates of 29%, 
33, and 36 cents applied to East St. Louis, Peoria and Chicago, 
respectively, and that rates lower than 44% cents existed from 
more distant points in Texas to Paducah. Transportation con- 
ditions on the traffic from Tulsa and the group 3 territory to 
Paducah were said to be similar to those applicable to the 
longer hauls. 

The complainant testimony was presented by W. D. McLeod 
and L. A. Corda. 

According to the testimony of the carrier witnesses, the 
general basis of rates from the origin territory to territory south 
of the Ohio River and east of the Mississippi is a combination 
based on Memphis. The history of the adjustment to the Mis- 
sissippi River crossings was developed to show that it was 
forced in by commercial conditions, such as pipe line competi- 
tion. It was held to be excessively low. Numerous comparisons 
were made between the Paducah rate and rates to other points 
in the same territory, in support of the reasonableness of the 
former. Exhibits were introduced setting out rates to numerous 
destinations south of the Ohio and east of the Mississippi, for 
distances less than, and approximately the same as, the Paducah 
distance, which ranged from 43% cents to 59 cents. One ex- 
hibit setting out rates prescribed or approved by the Commis- 
sion to points at an average distance from group 3 ranging 
from 428 miles to 642 miles, as against an average distance of 
602 miles shown for Paducah, showed rates ranging from 47. to 
77 cents. 

The following testified for the carriers: H. P. Norden, 
assistant general freight agent, Frisco; T. V. Robertson, head 
tariff clerk, Santa Fe; H. W. Schaffer, commerce assistant, Rock 
Island; and L. J. Morris, Illinois Central. 

A. C. Hultgren, assistant traffic manager, Roxana Petroleum 
Corporation, intervener, said he had no complaint against the 
present rates, but that, in the event any change was made in 
the rate from Tulsa to Paducah, he would expect a corresponding 
change from Arkansas City, Kans. 
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CAST IRON PIPE AND FITTINGS 


Attorney-Examiner William A. Disque, in No. 20711, Crane 
». ys. Chesapeake & Ohio et al., embracing also portions of 
fourth section applications Nos. 1548, 1573, 1747 and 4966, has 
recommended dismissal of the complaint on a finding that a 
combination rate of $7.25 on cast iron pipe and fittings, per 
net ton, from Anniston, Ala., to Lee Hall, Va., was not and is 
not unreasonable or violative of section 4 of the act. 


Complainant, according to the report, contended that a law- 
ful rate would not exceed $4.95, the rate from Anniston to 
Newport News, Va., and other Virginia cities. Mr. Disque said 
the rate assailed was low compared with rates from southern 
producing points to destinations in southeastern and central 
territories and from Ohio points to Newport News. He also 
said the rates from the south to the Virginia cities were de- 
pressed on account of competition from producing points in 
trunk line territory. He said the rate to Newport News from 
Somerville, N. J., was ‘$7.30 and that from Scottdale, Pa., $6.40. 

A scale recently suggested by the carriers for general ap- 
plication in the south and acceptable to the principal southern 
manufacturers would produce a rate of $9.20 from Anniston to 
Lee Hall, according to the report. If this scale were published, 
said Mr. Disque, defendants would undertake to make the rate 
to Lee Hall $7.60 to meet the market competition above referred 
to, but would expect to maintain higher rates at intermediate 
points. The portions of the fourth section applications involved 
sought authority for the maintenance of a lower rate from Annis- 
ton to Newport News than to intermediate points. The carriers 
asked that action on the applications be withheld pending deci- 
sion of No. 16356, Krupp Foundry Co. vs. Southern et al., em- 
pracing rates from Chattanooga, Tenn., and certain trunk line 
producing points to various destinations. Mr. Disque said that 
after the decision therein, the defendants expected to file new 
applications for such relief as might then appear desirable. He 
said the fouth section applications should be denied without 
prejudice to the carrier’s right to file new ones in connection 
with any future readjustment. 


C 


JUTE AND BURLAP BAGS, ETC. 


A finding of unreasonableness as to rates on jute and burlap 
bags, new and used, jute and burlap cotton bale covering, new 
and used, and cotton bale ties and buckles, from various Cali- 
fornia points to various Arizona points, prescription of rates 
for the future and an award of reparation have been recom- 
mended by Examiner Harris Fleming in No. 20135, Phoenix Flour 
Mills et al. vs. Santa Fe et al., embracing also No. 20243, Mutual 
Cotton & Oil Co. et al. vs. Santa Fe et al. 


The examiner said that in Consolidated Southwestern Cases, 
123 I. C. C. 203, the Commission prescribed a scale of first class 
rates for application in the southwest and further prescribed 
rates 25 per cent of the first class rates on hemp or jute 
bagging, consisting of cotton bale covering, in straight carloads, 
minimum weight 30,000 pounds; on cotton bale ties and buckles, 
in straight or mixed carloads, minimum weight 36,000 pounds; 
and on such bagging, in mixed carloads with cotton bale ties 
and/or buckles, the bagging to constitute not less than 50 per 
cent of the weight on which charges were assessed, minimum 
weight 30,000 pounds. He said it also prescribed rates 35 per 
cent of the first class basis on bags and bagging (cotton clayed 
cotton, burlap, gunny or jute), in rolls, bales, or bundles, straight 
or mixed carloads, minimum weight 30,000 pounds. The exam- 
iner said complainant showed that rates, on the whole, sub- 
stantially lower than the rates assailed, would result (a) under 
the basis prescribed in the consolidated cases, (b) by applying 
the percentages indicated to the present first class rates from 
and to the points under consideration, or (c) by applying such 
percentages to the first class rates prescribed between Cali- 
fornia and Arizona points in Arizona Corporation Commission 
vs. A. E.,.113 1. C. C. 52, and 142 1.-C. C. 61. 


_ Apart from the recommendation as to reparation, the find- 
ings proposed follow: 


_ The Commission should find that the rates here assailed on: 
jute and burlap bags, new or used, jute and burlap cotton bale 
covering, new or used, and cotton bale ties and buckles, were, 
are, and for the future will be unreasonable to the extent that 
they exceeded, exceed, or may exceed, those prescribed in Con- 
Solidated Southwestern Cases, supra, subject to the provisions there 
Prescribed as to minimum carload weights and carload mixtures, 
and subject further to the proviso that in determining the basis 
under those findings, the first-class scale prescribed in Arizona 
Corporation Commission vs. A. E. R. R. Co., supra, should be used 
in lieu of the first-class scale prescribed in the southwestern cases. 


Rates on hemp bags and bagging were brought into issue by 
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the complaint in No. 20243. As to those, the examiner said: 

Neither the classification nor the items of the tariff covering 
the commodity rates here under consideration specifically name 
hemp bags or bagging and the testimony as to that commodity 
is not sufficient to warrant the Commission prescribing a basis of 
rates thereon. Apparently the chief difference between hemp bag- 
ging and jute bagging is the difference in the fibre due to the dif- 
ferent variety of plants from which the fibre is extracted. The 
testimony of defendants indicates that they consider that the rates 
on burlap or jute bags or bagging properly apply on hemp bags or 
bagging. If the facts do not justify such an interpretation of the tar- 
iffs, and no sufficient reason to the contrary appears, the rates here 
prescribed should also be made applicable on those commodities manu- 
factured of hemp. 


RATES ON WALNUT LOGS 


Examiner W. M. Carney, in No. 20347, Cairo Association of 
Commerce et al. vs. Angelina & Neches River et al., has recom- 
mended that rates on walnut logs, carloads, from points in Kan- 
sas, Oklahoma, Arkansas, Missouri, Louisiana and Texas to 
Cairo, Ill., be found unreasonable in certain instances and not 
unreasonable in others; that reasonable rates be prescribed for 
the future and reparation awarded. 

Complainants asserted that the rates on walnut logs should 
be no higher than those applicable on common lumber or logs, 
according to the report. 

The examiner ‘said that from the southwestern blanket 
group, called the lumber group, a rate of 24.5 cents applied on 
common lumber. He also cited a blanket rate of 24.5 cents on 
lumber from Texas points of origin. The walnut log rate from 
Tenaha and other points in the lumber group was 28 cents, or 
3.5 cents higher than the lumber rate, said the examiner. He 
showed that in other instances the walnut log rates exceeded 
the lumber rates by 5 cents and 8.5 cents. 

Defendants contended that the production movement and 
competition in walnut logs was distinctly different from com- 
mon lumber; that walnut logs moved in considerably less vol- 
ume and relatively longer distances than ordinary logs; that 
they were considered as a wood of value and that the present 
adjustment had existed for a long time without regard to the 
rates on common lumber. 

In his conclusions the examiner said: 


Summing up the contentions and testimony in this proceeding, it 
may be said that complainants’ case with respect to its allegation 
of unreasonableness is dependent: First, upon comparisons of the 
rate on walnut logs with those applicable on common lumber from 
the same point; second, where no common lumber rate is in effect 
it depends upon comparisons of the rates on common lumber between 
other points and also on comparison of the rates on walnut logs in 
western trunk line territory. 

Walnut logs as aforesaid are considered a wood of value and are 
capable of bearing a greater burden of the transportation costs than 
common lumber. Value is an element of, rate-making that deserves 
consideration as well as volume of movement. The movement of 
walnut logs is considerably less than common lumber. 

Complainant has failed affirmatively to show that the present 
rates are unreasonable in toto. Its comparisons with the common 
lumber rates lack force in that the reasonableness of the common 
lumber rates is not established and the rates agotoaine thereto can- 
not be presumed to be reasonable in view of the fact that to Cairo 
they are definitely related by competition to those applicable from 
points east of the Mississippi River to Cairo. Southeastern Lumber, 
42 1. C. C. 548. 

There is, however, such a wide variance between the rates on 
walnut logs from one point as compared with those applicable from 
other points as to warrant a condemnation of some of them. 


Upon this record it should be found that the rates assailed from 
points shown in Appendix A were and are not unreasonable. 

It should be furtehr found that the rates assailed from points 
shown in Appendix B were and are unreasonable to the extent they 
exceeded, exceed, or may exceed 29.5 cents. 

It should be further found that the rates assailed from Combs. 
St. Paul and Bates (Ark.) were and are unreasonable to the extent 
they exceeded, exceed, or may exceed 28 cents. 

It should be further found the rates assailed from Everton, An- 
derson, Lanagan and Eve, Mo., were and are unreasonable to the 
extent they exceeded, exceed, or may exceed 26.5 cents. 


Appendix A 


Cape Girardeau, Wrays Spur, Commerce, Charleston, Jackson, 
Chaonia, East Prairie, Poplar Bluff, Neelyville, Pine City, Kennett, 
Cardwell, and Koshkoning, Mo. 

Corning, Success, Rector, McDougal, Knobel, Hooker, Paragould, 
Monette, Walnut Ridge, Brookland, Black Oak, Poplar Ridge, Net- 
tleton, Minturn, Jonesboro, Louise, Crawfordsville, Wynne, Poinsett 
Spur, La Grange, South Land, Helena, West Helena, Reyno, Poca- 
hontas, Wilson, Newport, Cotton Plant, Joiner, Bono, Frenchmans 
Bayou, Algoa, Pfeiffer, Noahs, Leslie, Marshall, Jameson Spur, Pin- 
dall, Eureka Springs, Black Rock, Imboden, Ravenden, Williford, 
Hardy, Mammonth Springs, Sylamore, Cotter, Springdale, Summers, 


Schaberg, Van Buren, Plainview, Dills Mill, Ames, Dierks, Little 
Rock, Bryant, Benton, Morrillton, Yukon Spur, Russellville, 
Ouachita, Chidester, Hartmann, Ozark, Washington, White Oak, 


Dyer, Nashville, Magnolia, Norman, Texarkana, Emerson, Branch, 
and Rich Mountain, Ark. 

Goldonna, Logansport, Zwolle, and Many, La. 

Briarton, Stigler, Quinton, Hartshorne, Alderson, Blanco, Hanna, 
Golden, and Eagletown, Okla. 

Tenaha, Timpson, Garrison, Nacogdoches, Platt, Melissa, Athens, 
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Hemphill, Cima, Bering, Colmesneil, Leggett, Livingston, Mewshaw, 
Apple Springs, Helmic, Lancaster, and Mabank, Texas. 


Appendix B 

Garland, Grove, Belvue, Miller, Reading, Straight Creek, Beattle, 
Havana, and Bennington, Kans. 

Provincal and Robeline, La. , 

Stroud, Schlegel, Savanna, Kiowa, Nuyaka, Bennington, Bokchito, 
Ripley, Durant, Wetumka, Quay, Atwood, Delaware, Colbert, We- 
woka, Dewey, Coweta, Checotah, Onapa, Eufaula, McAllister, Colbert, 
Locust Grove, Bokhoma, Idabel, Gore, Millertown, Red Fork, Braggs, 
Jenks, Ft. Towson, Sapulpa, Bixby, Keystone, Kellyville, Mounds, 
Hugo, Muskogee, Beggs, Grant, Haskell, Bristow, Ord, Raymond, 
Ruth, Okmulgee, Slick, Antler, Yale, Milfroy, Junior Spur, Boswell, 
Schulter, Milburn, Konowa, Kenefick, Wright City, Achille, Lone 
Grove, Ada, and Frisco, Okla. 

Clarksville, Detroit, Omaha, Arthur City, Pittsburg, Como, Over- 


ton, Paris, Arp, Winnesboro, Carthage, Henderson, Gary, Cooper, 
‘Jacksonville, Stockman, Center, Edgewood, Chandler, Pottsboro, 
Bullard, Haggerman, Brownsboro, San Augustine, Elkhart, Elmo, 
Oakwood, Bronson, Murchison, Rusk, . Malakoff, Crockett, Kerns, 
Dallas, Lovelady, Jasper, Point, Trunity, Blanchard, Riverside, Luf- 
kin, Onalaska, Alba, Kickapoo, Huntsville, New Waverly, Weldon, 


Milvid and Red Rock, Texas. 
RATES ON BRICK 

Examiner John J. Crowley, in No. 19637, Alton Brick Co. 
et al. vs. Alton & Eastern et al., has recommended that the 
Commission find rates on brick, carloads, from points in Illinois 
and Missouri to Sioux City and Council Bluffs, Ia., and destina- 
tions in Nebraska, unreasonable and also unduly prejudicial 
and preferential of competitors at points in Kansas, prescribe 
reasonable rates and order the undue prejudice and preference 
removed. 

The rates assailed were established on November 4, 1926, 
following the Commission’s decision in Mason City Brick & 
Tile Co. vs. Director-General, 107 I. C. C. 702, referred to as 
the Mason City case, according to the report. The Commission, 
said the examiner, prescribed a maximum distance scale of 
rates, referred to as the 11672 scale, ranging from 5 cents for 
10 miles to 24.5 cents for 800 miles, to apply from Mason City 
and other Iowa points to Nebraska, eastern South Dakota and 
southwestern Minnesota, and further found, among other things, 
that for the future rates from these Iowa origins would be 
unduly prejudicial to complainants in Iowa and preferential 
of complainant’s competitors located at points in Minnesota, 
Illinois, Indiana, Missouri and Kansas to the extent that rates 
from the Iowa points exceeded the corresponding rates con- 
temporaneously maintained by defendants on the same com- 
modities for like distances from St. Paul and Minneapolis, Minn., 
Chicago, Streator, Abingdon and Danville, Ill., Terre Haute, Ind., 
St. Louis, Mo., and Chanute, Kan., and points taking the same 
rates to the same destination territory. In applying the scale 
defendants were required to compute the distances over the short- 
est possible routes via existing connections for the interchange 
of carload traffic that embraced lines or parts of lines of not 
more than three carriers not under common ownership or con- 
trol, and further to observe the distances from group points 
representative of the average distances from groups of points 
found to be preferred. 

The instant complaint, the report indicated, arose from the 
manner in which the carriers complied with the decision in the 
Mason City case. The examiner said the record in the instant 
case was not persuasive that the Mason City, scale was unrea- 
sonably high as a maximum scale to apply in the territory for 
which it was prescribed and that there was no warrant here 
for its modification. In his conclusions, he said: 





In the Mason City case, the Commission was urged by the parties 
to fix a minimum scale basis but it refrained from fixing specific 
rates or minimum rates from the preferred groups or points be- 
cause, as the report stated, the record did not warrant such action. 
The carriers apparently interpreted the Commission’s conclusions in 
that case as authorizing specific rates from the points found pre- 
ferred and with few exceptions they fixed these rates to Omaha at 
the maximum scale basis. Manufacturers of brick at Illinois and 
Missouri points could not foresee that the increased rates the car- 
riers established and disruption of the former groups would result 
under the readjustment following the decision in the ‘Mason City 


Case. The method which carriers adopted of complying with the 
Commission’s findings was not necessary and clearly has resulted 
disadvantageously to complainants. The instant frecord is per- 


suasive that a maladjustment of rates under the prescribed scale 
and findings in the Mason City Case resulted. This should be rec- 
tified. In fixing rates, conforming to the 11672 scale, the defendants 
should observe average distances from representative origins or group 
points in the Abingdon, St. Louis and Peoria groups, considering the 
groups substantially as they existed prior to November 4, 1926. 
This will remove to a considerable degree certain inequalities herein 
complained of. In fixing rates from Danville the average distance 
from points now grouped with both Danville and Chicago should be 
used to Omaha and other Nebraska destinations, and Sioux City and 
Council Bluffs. The present rates from points in the Abingdon group 
appear to be on the proper basis. In Buffalo Brick Co. vs. C. & N. 
W. Ry. Co., 129 I. C. C. 294, the Commission found that a rate 
of 15.5 cents on paving brick, in carloads, from Buffalo, Kans., in 
the Kansas gas belt to Dodge Street (Irvington), Neb., 347 miles, 
was not unreasonable but was unduly prejudicial to the extent that 
it exceeded the rate contemporaneously applicable from Galesburg 
to Dodge Street, 347 miles. The rates from Murphysboro to Nebraska 
destinations should be fixed under the 11672 scale for the distances 
from that individual point. The record shows the distance to be 
497 miles to Omaha. Some modification of rates to Lincoln and other 
Nebraska destinations may be necessary because of the restoration 
of groups in Illinois and Missouri as required in our findings herein. 

The Commission’s findings should -not require any modification 
of the list of articles named in the uniform brick list of the gen- 
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eral brick case. The findings for the future should be wit 
prejudice to any different conclusions which may result fro hout 
proceedings in docket No. 17000. m the 

The Commission should find that the rates assailed on ph, 
are and for the future will be unreasonable to the extent that = 
exceed or may exceed rates based on the 11672 scale for like dist they 
to the same destinations computed in the manner hereinafter se; 
forth. 

The Commission should further find that the rates assaileg 
brick are and for the future will be unduly prejudicial to compl = 
ants and preferential of- competitors in the Kansas gas belt ci. 
extent that the rates assailed exceed or may exceed the corregpo ‘ 
ing rates maintained by defendants on the same commodity for ie, 
distances from the Kansas gas belt. ; € 

In determining distances defendants shall compute distances ov 
the shortest possible routes via existing connections for the int os 
change of carload traffic that embrace lines or parts of lines of on 
more than three carriers not under common ownership or control 
and shall observe the distances from group points representatiy 
of the average distances from groups substantially as such grouns 
existed just prior to November 4, 1926, except that they shai - 
serve from Danville the distances representative of both the Wabash 
Valley and the Chicago groups. 


PLACING CARS OF GRAPES 


Defendant’s refusal to place cars of juice grapes upon. spe. 
cially designated public-delivery tracks within its juice-grape 
yards at Boston, Mass., was not and is not unreasonable, ae. 
cording to the conclusion reached by Examiner W. A. Hill ip 
No. 20622, Nutile Fruit Co. vs. Boston & Maine. Dismissal of 
the complaint is recommended. 

Complainant, according to the report, alleged that defend. 
ant’s failure on and since September 12, 1927, to place carloads 
of juice grapes on public-delivery tracks designated by it haq 
resulted and would result in collection of unreasonable charges, 

Prior to the season of 1927, said the examiner, cars cop. 
signed to complainant at Boston had been delivered on tracks 
1 to 4 of defendant’s yard 19, called the Beverly tracks. Ip 
the summer of 1927 defendant built new facilities at Boston for 
handling juice grapes, consisting of six new tracks, commonly 
called fruit tracks 1 to 6, inclusive, and referred to in the re. 
port as the “fruit tracks,” and two new inspection platforms, 
all in yard 19. Other tracks on which deliveries are made are 
tracks 1 to 5, inclusive, of yard 20 and tracks, 12, 14 and 15 of 
yard 13. 

The examiner said the Beverly tracks were the most ac. 
cessible to the driveway approaches from Boston, that the fruit 
tracks were a little less so, and that yards 13 and 20 were the 
least accessible, but that there was nothing to show that all 
the tracks were not reasonably accessible. Defendant’s refusal 
to accede to complainant’s demands that its cars be placed on 
the Beverly tracks gave rise to the complaint, according to the 
report. The damages sought consist of all demurrage and track- 
storage charges and the difference between the amount received 
by complainant for its grapes and those it would have received 
if all cars had been placed on the Beverly tracks. 

Early in the season of 1927 complaint was made to the 
defendant by two auction companies and certain receivers of 
grapes that the large number of cars that complainant had 
received on the Beverly tracks had tended to constitute that 
locality “a private market.” They insisted, said the report, that 
complainant should be accorded delivery of no more than a 
fair share of its cars at that point. Under date of September 
12, 1927, defendant issued a notice stating that all cars except 
those ordered to the display platforms by the auctioneers would 
be placed on such of the tracks of the juice-grape yard as it 
might find most practicable and that for the purpose of com- 
puting the established demurrage and track-storage charges it 
would treat as a unit the hold tracks and public-delivery tracks. 

As to the duty of the carrier and the right of the shipper 
to delivery at a designated point, the examiner said: 


In numerous cases the Commission has recognizeed a carriers 
right to make reasonable regulations as to the points at which it 
will deliver various classes of property, especially in the case of con- 
gested terminals in large cities. Bahrenburg, Bros. & Co. vs. A. ©. 
L. R. R. Co., 24 1. C. C. 560; Kriel vs. B. & O. R. R. Co., 41 I. C. C. 
434. But complainant apparently does not contend that defendant is 
not within its rights in delivering juice grapes only at the juice- 
grape yards; it takes the position that defendant must honor re- 
quests to effect delivery on specified tracks within those yards, 
pointing out in support of its position that the bills of lading or 
diversion orders covering 296 of the 691 cars received by it during 
the season of 1927 called for delivery at yard 19 or at yard 19 
(tracks 1, 2, 3 or 4) and that of the remainder it gave defendant 
written orders to deliver 204 at yard 19 (tracks 1, 2, 3 or 4). It urges 
as to the first 296 cars mentioned that the carriers, having entered 
into the contract of shipment, can not escape their responsibility 
to effect delivery at the exact point designated in the contract. As 
to the other 204 cars it invokes rule 5, section B, of the national de- 
murrage rules to which defendant is a party. The rule reads: 

“1” When delivery cannot be made on specially designated pub- 
lic-delivery tracks, on account of such tracks being fully occupied, 
or from other causes beyond the control of this railroad, notice 
shall be sent or given the consignee in writing or, in lieu thereof, 
as otherwise agreed to in writing, that delivery will be made at 
the nearest available point to the consignee, naming the point. Such 
delivery shall be made unless the consignee shall before delivery in- 
dicate a preferred available point, in which case the preferred de- 
livery will be made.”’ 

The question presented is novel and not free from difficulty. A 
reasonable tender of freight at an accessible point must be made 
by carriers to consignees. St. Louis, Mo. (Cupples Station), Terminal 
Regulations, 40 I. C. C. 425, 432. The shipments here considered were 
tendered at an accessible point. But it seems never to have been 
settled whether the law accords a consignee the right to select what 
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nsiders the most accessible point within a terminal. Under 
It eont-day conditions, however, with many terminals at our larger 
pres taxed to capacity by increasing tarffic, the question must be 


cities ached from the standpoint of the public welfare—which in this 
app e, of course, includes defendant’s welfare—rather than from the 


instamoint only of the parties to the transportation contract. Sueh 
sarracts are imbued with a public interest, differing in that re- 
— from the ordinary contract between private parties, and what- 
= terms thereof are contrary to public policy should not be re- 
ered as binding upon the parties. ; 

ga Applying the foregoing general statements to the instant case, 
we find that not only must defendant care for a heavy movement 
f juice grapes, but it must, during the peak of the juice-grape 
Y son, handle large numbers of cars of other perishables. For 
ommple, during the season of 1927, in addition to juice grapes, it 
received in these same terminals 1,500 carloads of table grapes, 
ae 1,000 carloads of other fruits, and 4,500 carloads of potatoes, a 
total of over 11,000 carloads. Its duty to the general public demands 
that all of this traffic be handled with the greatest possible expedi- 
tion and_ without undue preference of particular shippers or re- 
If all the receivers of these 11,000 carloads were to demand 


ivers. Set A 
‘iacement on particular tracks of limited capacity an undue burden 
would be cast upon defendant and the ultimate result would be 


endless confusion and delay, with complainant receiving on the 
Beverly tracks no more than the same fair share of cars which it 
now receives. Under these circumstances it seems to follow logically 
that when a earrier sets aside certain tracks in its terminals for 
delivery of specified commodities—and the Commission, as already 
pointed out, has held that it may do so—those terminals must be 
treated as a unit so far as the shipper is concerned. Delivery of 
complainant’s shipments within the juice-grape yards, the unit 
here considered, was a sufficient compliance with the transportation 


ntract. ‘ : ‘ 
A reasonable interpretation of the tariff rule hereinbefore quoted 


permits of placement on any track within the limits of the juice- 
grape yards and does not obligate defendant to place on a particular 
track within the yards, “‘specially designated public-delivery tracks” 
meaning in circumstances such as these the juice-grape delivery 
tracks as a whole. 


STRAWBERRIES BY EXPRESS, ETC. 


Director W. P. Bartel and Examiner W. R. Brennan, in a 
proposed report in No. 18187, transportation of strawberries by 
express, carload lots, from Florida, Georgia, the Carolinas, Ala- 
bama, and Virginia to points in Official Classification territory, 
and dewberries from the Carolinas to the same destinations, 
say the present freight service on strawberries from Florida, 
the Carolinas, and Alabama, and on dewberries from the Caro- 
linas to Official Classification territory, is inadequate and that 
the carriers should be required to equip themselves with express 
refrigerator cars and to establish express refrigerator carload 
service on the strawberries and dewberries. 

In their report in this case, a proceeding instituted by the 
Commission by order dated April 12, 1926, Director Bartel, of 
the bureau of service, and Examiner Brennan said that in 
Transportation of Strawberries by Express, 81 I. C. C. 634, de- 
cided July 31, 1923, referred to as the previous case, substan- 
tially the same question was considered with respect to: the 
transportation of strawberries from Florida and North Carolina 
to northern destinations and that it was there found that the 
freight service from Florida was inadequate in so far as the 
time in transit was concerned and that the -schedules should 
be materially shortened and delays en route reduced, thereby 
accomplishing earlier deliveries. 

“The performance of schedules by the carriers in handling 
strawberries from Florida and other producing states involved 
in this proceeding in carload lots was almost perfect in the 
years 1924 to 1927, inclusive,” said the report. “In comparison 
with the total number of cars handled the number of cars that 
missed the markets was almost negligible. The accomplish- 
ment of putting practically the entire carlot movement into the 
markets on scheduled time is, however, the chief benefit accru- 
ing to the shippers as a result of the previous case.” 

The report said that while the growers as a whole were 
not dissatisfied with the present freight service as a freight 
service, they contended it was inadequate because it did not 
permit any expansion of territory, which was necessary if the 
industry was to develop to its fullest possibilities. This expan- 
sion, it was claimed, could only be made with a more expedited 
service that could be brought about by the inauguration of 
carload express service in refrigerator cars. It said that through- 
out the producing areas here considered the strawberry crop 
was now largely regarded as the “money crop” and that the 
failure of the industry to grow and expand to the same extent 
as in other localities was attributed to the length of time berries 
were in transit owing to the inadequate transportation facilities. 

The American Railway Express Company and the South- 
eastern Express Company, in addition to the carriers partici- 
pating in the transportation, were made parties respondent. 
The American contended that the Commission was without juris- 
diction to require it to furnish refrigerator cars for the trans- 
portation of strawberries in carload lots. The report recom- 
mended that the express companies should be dismissed as 
respondents. 

The report said that four methods of shipment were avail- 
able from Florida: By express in crates, unrefrigerated; by 
express in portable refrigerator boxes; by freight in pony re- 
frigerators and by freight in carload quantities under refrigera- 
tion. The report dealt in detail with the methods of handling 
the strawberry and dewberry crops. 

The carriers contended that well raised, properly picked and 
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packed berries would carry four days under refrigeration and 
the fact that berries sometimes arrived in poor condition was 
not attributable to either the transportation of refrigerator 
service. The report said, however, that the record indicated 
that strawberries frequently arrived at destinations in poor con- 
dition and that the primary cause was the length of time in 
transportation. It said it was admitted by those in favor of 
express service and those opposed to it that the shorter time 
a berry was in transit the better its condition would be on 
arrival at market. 

“Express service for the transportation of strawberries un- 
der refrigeration is now almost universal throughout the coun- 
try, as other than these sections and part of Tennessee, all 
large producing territories, have such service,” said the report. 
“For this reason, the growers argue, that the present service 
must be considered unreasonable.” 

The report said that one of the principal objections of those 
opposed to the express service was the high minimum that 
would go with such service, but that this factor did not appear 
to be a hardship to Louisiana growers. 

Carrier estimates as to the number of cars that would be 
required to handle the strawberry and dewberry movement if 
express service were ordered, said the report, showed that 1,546 
cars would be necessary. The report indicated, however, that 
that many cars probably would not be required. 

The report said that the cost of a modern express refrig- 
erator car was estimated by the carriers at 8,000, while ship- 
pers estimated that express refrigerator cars would cost $5,000 
each. The carriers said that the express refrigerator cars 
would be in use only a small portion of the time; that the cost 
of upkeep of such cars would be extremely heavy, and that 
there was doubt as to the extent to which express service would 
be used. They said that, from the standpoint alone of economy 
and efficiency of operation, the establishment of express car- 
load service should be denied. 

The report said it was true that if each carrier individually 
equipped itself with sufficient cars to handle the movement from 
points on its line, the cars would be idle a large part of the 
time, but that if the carriers only purchased sufficient cars to 
handle the North Carolina movement and those cars were used 
also to protect the movement from other sections, the number 
of cars required not only would be reduced, but the idle time 
of such cars would be greatly curtailed. 

One of the difficulties that would confront the carriers if 
express carload refrigerator service were established, said the 
report, was the question of icing. The report said the objec- 
tions raised by the carriers with respect to reicing did not 
appear to be insurmountable. 

“It seems clear that the present freight service will not 
afford these sections a wider market, but that, on the other 
hand, if it is maintained, it will restrict the area of distribution 
due to the constant expansion of the distribution area of sections 
having express service,” said the report. 

Continuing, it said: 


The record shows that the movement of commodities under re- 
frigeration is constantly increasing. Such constant increase will re- 
quire additional refrigerator cars, either freight or express. If the 
earriers are here required to furnish express refrigerator cars the 
pressure for additional freight refrigerator cars will be lessened to 
that extent. It is reasonable to anticipate that in the natural course 
of events shippers of other commodities will demand express re- 
friegrator service and that such service could be advantageously ex- 
tended between other points. The establishment of express carload 
service would probably be followed by an increase in the strawberry 
movement from these sections. 

The growers contend that as freight service is subject to rougher 
handling than express service the present service is not only inade- 
quate in this respect but is also inadequate as to the time in trans- 
portation. 

Following a, study of the strawberry industry in North Caro- 
lina made in cooperation with the North Carolina College of Agricul- 
ture the United States Department of Agriculture recommended the 
ueaaanaes of express carload refrigerator service from North Caro- 
ina. 


The report said there was no basis for a finding with respect 
to adequacy of the present service on strawberries from Vir- 
ginia, Georgia and South Carolina. 


PORT EQUALIZATION CASE 


A finding that the Commission does not have jurisdiction 
over the rates, practices, rules and regulations of intercoastal 
water carriers in respect to traffic from interior points in the 
United States and Canada, received at north Atlantic ports by 
railroad and reshipped on new bills of lading to Pacific coast 
ports, has been recommended by Examiner E. P. Hurley in No. 
20306, Baltimore Association of Commerce et al. vs. American 
Hawaiian Steamship Company et al. He said the record sus- 
tained defendants’ contention that the rail carriage and water 
carriage were separate and distinct transactions. This is the 
proceeding in which Baltimore assailed the port equalization 
rule of the Intercoastal Conference. 

In the complaint in No. 20306, it was alleged, in effect, that 
the port equalization rule of the intercoastal conference resulted 
in rates, practices, rules and regulations that accorded to the 
ports of New York, Philadelphia and Boston unlawful and un- 
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reasonable advantages, preferences and discriminations and sub- 
jected the port of Baltimore to unjust, unlawful and unreason- 
able prejudice and disadvantage in violation of sections 2 and 
3 of the interstate commerce act. 

Examiner Hurley said the Commission was asked to require 
defendants to cease and desist from combining together for the 
purpose of adopting or engaging in any practice or of adopting 
or applying any rule, regulation or practice that directly or 
indirectly affected, or might affect, the cost of inland trans- 
portation from points in the interior of the United States and 
Canada to north Atlantic ports designated, and to cancel, annul 
and abandon all rates, practices, rules and regulations now 
maintained, practiced or applied by them or any of them in 
respect of such traffic, and which resulted in alleged undue 
prejudice and discrimination. 

Petitions of intervention were filed on behalf of com- 
plainants by the Norfolk-Portsmouth Freight Traffic Com- 
mission and the State Corporation Commission of Virginia. 
The Port of New York Authority, the Merchants’ Associa- 
tion of New York, the Maritime Association of the Boston 
Chamber of Commerce, the Boston Chamber of Coommerce 
and the New England Traffic League intervened on behalf of 
defendants. Other petitions of intervention were filed by the 
Port of Philadelphia Ocean Traffic Bureau, the South Jersey 
Port Commission, and the Maritime Association of the Port of 
New York. 

Examiner Hurley said the operation of the assailed rule 
might be briefly described as follows: 


Wherever the rail rates are lower to another of the north At- 
lantic ports than to the port of shipment, the rule permits the carrier, 
by reduction in its rate, to equalize to the extent of 3 cents per 
100 pounds the cost of the through rail-and-water movement via the 
different ports. 


Reviewing the testimony with respect to the manner in 
which the traffic involved is handled, Examiner Hurley said: 


The facts showing the handling of the traffic involved in this 
controversy are not in dispute. The traffic originates at interior 
points and is transported by railroad, under a bill of lading issued 
by the rail carrier, to the north Atlantic port designated in the bill 
of lading as destination. All shipments, generally speaking, are 
originally consigned to a steamship company or to a consignee in 
care of a steamship company serving the north Atlantic port. There 
is usually an indication in the bill of lading that the ‘‘notify’’ party 
is the steamship company. The rail carriers allow 5 days’ free time 
on all intercoastal shipments as compared with 48 hours’ free time 
on domestic shipments and 10 days’ free time on all foreign ship- 
ments. In the majority of cases the bills of lading show, in the body 
or descriptive portion thereof, a destination on the Pacific coast. 
Upon arrival at the north Atlantic port, the steamship company is 
notified by the agent of the rail carrier and after instructions as to 
placement have been received, delivery is made to the steamship 
company on the pier, the rail carriers absorbing the stevedore charges 
for unloading the car on the pier and for lightering when necessary. 
The rail carriers uniformly apply and collect for the rail transporta- 
tion their published tariff rates on file with the Commission. These 
charges are advanced by the steamship company to the rail line 
within 48 hours after delivery in all cases except where the charges 
of the rail carrier are prepaid to the port. New bills of lading are 
then issued by the steamship company for the water transportation 
from the north Atlantic port to the Pacific coast port, and the goods 
are taken from tfNe pier by stevedores and placed on the vessel, the 
steamship company absorbing the stevedore charges. The steamship 
bills of lading generally indicate the railroad car from which the 
shipment has been received. Upon delivery at the Pacific coast port 
the steamship collects from the consignee the total transportation 
charges from the inland point of origin. 

On traffic from the north Atlantic ports to the Pacific coast ports 
other than that covered by the port equalization rule, defendants 
generally charge and apply the rates prescribed in their westbound 
tariff, which are the same from all of the north Atlantic ports. 


Defendants and certain of the interveners challenged the 
Commission’s jurisdiction and moved for dismissal of the com- 
plaint on that ground. 


Examiner Hurley pointed out that the provisions of the in- 
terstate commerce act applied, in so far as was here essential, 
to “common carriers engaged in the transportation of passengers 
or property wholly by railroad, or partly by railroad and partly 
by water when both are used under a common control, manage- 
ment or arrangement for continuous carriage or shipment.” He 
said it was not contended that the rail and water carriers in- 
volved in the movement of the traffic under consideration were 
under a common control or management, but that complainants 
alleged and sought to show that the conduct of the transporta- 
tion was “under an arrangement for a continuous carriage or 
shipment in manner and form as contemplated by section 1 of 
the act to regulate commerce, as amended,” and that the Com- 
mission therefore had jurisdiction. Defendants, on the other 
hand, contended that no “common arrangement” between the 
rail and water carriers as contemplated by the act had been 
shown or, in fact, existed. 

Examiner Hurley said the railroad tariffs contained no 
mention of any intercoastal steamship line nor were any rates 
published therein restricted in their application to intercoastal 
traffic. He said the railroad bills of lading governed only the 
movement from the inland point of origin to the north Atlantic 
ports and that this traffic, so far as the rail carriers were con- 
cerned, moved to the ports in exactly the same manner as did 
traffic destined for local consumption at the ports or for export. 
He said the published tariff of the defendant water carriers 
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showed on its title page that it applied from north Atlantic jg 

ing piers to Pacific coast discharging piers, that the tariff am 
filed with the Shipping Board in compliance with the shipping ma 
of 1916, and carried maximum rates for the transportation co 
ice provided by defendants. He said the shipping act carried 
no provision that only the rates so published should be chargeq 
or that applicable rates might be prescribed by the board He 
said it was simply required that the charges must not exceed 
the maximum rates that the law required defendants to publish 

The port equalization rule, said the examiner, was not pub. 
lished as a part of either the maximum or the working tariff 
He said defendants’ traffic actually moved, therefore, from the 
north Atlantic to the Pacific coast ports under rates Provided 
by the steamship lines, that fluctuated as competitive influences 
demanded, except that the rates on file with the Shipping Boarq 
must be observed as maximum rates. 

Examiner Hurley said it was manifest that the tariff pub. 
lished by defendant water carriers was strictly a Port-to-port 
tariff, and that the Commission had repeatedly found that jt 
was without jurisdiction as to port-to-port rates. 

“The mere fact,” said he, “that the application of the water 
rates actually charged under the conference agreements here. 
tofore referred to admittedly operates to neutralize to some ex. 
tent the rail differentials now existing in favor of the port of 
Baltimore is not sufficient to bring these rates within the juris. 
diction of the Commission.” 

Examiner Hurley said the facts disclosed of record cleariy 
showed that it was the uniform policy of both the rail and water 
carriers to maintain their respective services separate and dis. 
tinct and scrupulously to refrain from the establishment of joint 
rates, the issuance of through bills of lading, or from engaging 
in other practices that they felt might be construed as a “com. 
mon arrangement for a continuous carriage or shipment.” 

“The method of handling the traffic under consideration,” 
he continued, “although indicative of an arrangement for its 
prompt and efficient interchange, is lacking in the essentials 
necessary to constitute a ‘common arrangement’ between the 
rail and water carriers. On the contrary, it clearly indicates 
their independence.” 

Examiner Hurley said Congress had seen fit carefully to 
circumscribe the jurisdiction of the Commission over water 
carriers. Had Congress desired the Commission to exercise 
jurisdiction over the matters here complained of, said he, that 
could easily have been made clear. He said the Commission 
should dismiss the complaint. 


RATES ON PETROLEUM PRODUCTS 


Dismissal has been recommended by Examiner H. L. Main 
in No. 20791, Illinois Oil Co. vs. Santa Fe et al., on a finding 
that rates on petroleum products, carloads, from Tulsa, Cushing 
and Garber, Okla., to Fulton and Mayfield, Ky., were applicable 
and not unreasonable. 


OVERCHARGE ON LUMBER 
Direction of refund of an overcharge on a carload of pine 
lumber from Red Bay, Ala., to Ridgley, Tenn., has been recon- 
mended by Examiner W. R. Brennan in No. 20232, E. A. Smith 
vs. Illinois Central. He said the applicable rate was 22 cents 
as against a rate of 32.5 cents charged, and that the applicable 
rate was not unreasonable. 


DEMURRAGE ON AUTOS 


Examiner John Davey has recommended dismissal in No. 
20290, McInnis Chevrolet Co. vs. Louisiana Railway & Naviga- 
tion Co., on a finding that demurrage charges collected on 13 
carloads of automobiles from St. Louis, Mo., and Detroit, Mich. 
held at Baton Rouge, La., were applicable and not unreasonable. 


RATES ON STEEL ARTICLES 


Examiner T. P. Wilson, in No. 20751, International Diamond 
Drill Co. vs. C. B. & Q. et al., has recommended that the Com- 
mission find that steel articles shipped from Ellwood City, Pa., 
to Hillyard, Wash., were tubing; that the ratés charged thereon 
were applicable, not unreasonable and not unduly prejudicial, 
and dismiss the complaint. 


FARES VIA SAN DIEGO 


Examiner Harris Fleming, in No. 20209, San Diego Chamber 
of Commerce vs. Aberdeen & Rockfish et al., has recommended 
that the Commission find that round-trip all-year tourist and 
summer excursion transcontinental passenger fares assailed via 
San Diego, Calif., in connection with certain diverse routes 
tickets to or from San Francisco, Calif., were not and are not 
unreasonable, unjustly discriminatory or unduly prejudicial and 
dismiss the complaint. 

The San Diego Chamber of Commerce alleged that fares a8 
described between origin and destination stations in California, 
Oregon and Washington, on the one hand, and specified ter- 
ritory east thereof, on the other hand, over various routes by 
way of San Diego or embracing that city as an origin or des 
tination point, were unreasonable, unjustly discriminatory, uD 
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duly prejudicial to San Diego and preferential of other California 
cities named. 

The examiner said that fares over the routes referred to 
were higher than fares over certain other routes in amounts 
of $7.40 and $6, respectively, and that the sole object of the com- 
plaint was to obtain the elimination of these additional sums 
exacted in such instances in connection with such travel to, from 


or Via San Diego. 


RATES ON POPLAR LOGS 


On a finding that rates on poplar logs from origins on the 
Norfolk & Western between Roanoke and Blackstone, Va., in- 
clusive, and between Lynchburg, Va., and Durham, N. C., inciu- 
sive, to Goshen, Ind., are not unreasonable, Examiner Charles 
w. Berry has recommended dismissal in No. 19558, Goshen 
veneer Co. vs. Norfolk & Western et al. 


CARBON BISULPHIDE RATE 


An award of reparation has been recommended by Examiner 
John Davey in No. 20787, Industrial Rayon Corporation vs. Pere 
Marquette et al., on a finding that the fourth class rate of 40.5 
cents charged on carbon bisulphide, in carloads, from Midland, 
Mich., to Cleveland, O., prior to December 1, 1927, was unrea- 
sonable to the extent that it exceeded the rate contempo- 
raneously maintained on the same commodity to the farther 
distant point to which Cleveland was intermediate, but was not 
otherwise unlawful. Complainant, according to the report, 
pointed out that defendants contemporaneously maintained a 
commodity rate of 30 cents on carbon bisulphide from Midland 
to Dunkirk, N. Y., on the New York Central about 141 miles 
east of Cleveland. Defendants contended that the rate of 30 
cents was not properly applicable from Midland to Dunkirk over 
the route of movement, but the examiner held to the contrary. 
The examiner said the rate to Dunkirk was subject to the pro- 
visions of rule 77 of Tariff Circular 18-A, and that the Com- 
mission had uniformly found that when rates to farther distant 
points lower than to intermediate points were published subject 
to rule 77, a substantial compliance with the long-and-short-haul 
provision of section 4 of the act was thus affected and rates 
to intermediate points were unreasonable to the extent they 
exceeded lower rates to farther distant points. 


RATE ON TRACTION CRANE 

Examiner Riley A. Gwynn, in No. 20862, E. W. Parker vs. 
Pennsylvania et al., has recommended an award of reparation 
on a finding that the rate charged beyond Jacksonville, Fia., 
on a traction crane, carload, from Ravenna, O., to Tampa, Fla., 
was inapplicable. Complainant, according to the report, as- 
sailed only the sixth class rate of 38.5 cents, minimum 33,600 
pounds, charged beyond Jacksonville, and sought the lower class 
N rate of $47 per car of 20,000 pounds. Complainant contended 
that cranes were included under the general heading “machin- 
ery and machines” as used in exceptions in Southern Classifi- 
cation and that the class N rate was applicable. He relied on 
Lawrence Construction Co. vs. L. & N., 115 I. C. C. 4389, and 
Buffalo-Springfield Roller Co. vs. D. T. & I., 126 I. C. C. 177. 
Following the principles announced in those cases, said the 
examiner, the Commission should find that the rate charged 
beyond Jacksonville was unlawful to the extent it exceeded the 
class N rate. 


RATE ON CREOSOTE OIL 

In No. 20646, North State Creosoting Co. vs. Southern et al., 
Examiner E. P. Hurley has recommended that the Commission 
find that the applicable rate of 34 cents on creosote oil, in tank- 
car loads, from stations within the Birmingham, Ala., switching 
limits to North Charlotte, N. C., was, is and for the future will 
be unreasonable to the extent it exceeded, exceeds or may 
exceed 25 cents and award reparation. 


ASPHALT SHINGLES AND ROOFING 

Examiner John Davey, in No. 10448, McHenry-Millhouse Man- 
ufacturing Co., Inc., vs. New York, Ontario & Western et al., has 
recommended dismissal on a finding that a rate of 22.5 cents, or 
90 per cent of the sixth-class rate over the route of movement, 
charged on asphalt shingles and prepared roofing, carloads, from 
Fulton, N. Y., to Williamsport, Pa., is not shown to be unreason- 
able or otherwise unlawful. 


RATE ON DOORS, ETC. 


On a finding that a rail-lake-and-rail rate of 48 cents, min- 
imum 34,000 pounds, charged on a mixed carload of doors, 
building woodwork, and lumber from Red Wing, Minn., to Flint, 
Mich., was applicable and not unreasonable, Examiner Philip S. 
Peyser has recommended dismissal in No. 20785, Red Wing 
Millwork Co. vs. C. M. St. P. & P. et al. 


RATES ON BUTTER 
Establishment of reasonable rates on butter, carloads, from 
Denver, Colo., to destinations in California, and an award of 
reparation, have been recommended by Examiner John J. Crow- 
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ley, in No. 19884, Beatrice Creamery Co. vs. Santa Fe et al. The 
examiner said the assailed rate of $2.645 should be found un- 
reasonable for the past, present and future to the extent it 
exceeded $2.30. He said complainant proposed a minimum car- 
load of 30,000 pounds but that the record would not sustain a 
finding that the present minimum of 24,000 pounds was un- 
reasonable. 


RATES ON CHOCOLATE COATING 


In No. 20503, Gordon Candy Co. et al. vs. Baltimore & Ohio 
et al., Examiner Burton Fuller has recommended that the Com- 
mission find that assailed ratings and rates on chocolate coat- 
ing, carloads, from Philadelphia, Florin and Hershey, Pa., and 
New York, N. Y., to Omaha, Neb., and Council Bluffs, Ia., were 
not and are not unreasonable or otherwise unlawful except 
that the rates assailed from November 1, 1926, to July 7, 1927, 
were unreasonable to the extent they exceeded 155 cents over 
the all-rail routes and 147 cents over the ocean-and-rail routes, 
minimum 40,000 pounds, and award reparation. 


RATE ON DREDGE BOAT PARTS 


Examiner Paul A. Colvin, in No. 20758, James P. Karr vs. 
Louisville & Nashville et al., has recommended an award of 
reparation on a finding that the rate charged on five single 
carloads and one double-carload of dredge boat parts, shipped 
from Crockett, Tenn., to Moorman, Ky., and from there reshipped 
to a dredge switch one mile beyond Moorman, was inapplicable, 
that the applicable rate was 57.5 cents, and that the applicable 
rate was unreasonable to the extent it exceeded 40.5 cents. 


PRINTED WAXED WRAPPING PAPER 


An award of reparation has been recommended in No. 20645, 
City Baking Co. et al. vs. Pennsylvania et al., by Examiner L. A. 
Pyle on a finding that second-class rates on printed waxed wrap- 
ping paper, less than carloads, from Tacony, Pa., Kalamazoo, 
Mich., and Newark and Garfield, N. J., to Baltimore and Fred- 
erick, Md., were unreasonable to the extent they exceeded the 
third-class rating and rates. 


COMMISSION ORDERS 


No. 13413, in the matter of automatic train control devices. 
The petition filed on July 25, 1928, by the Central Railroad of 
New Jersey for exemption of service train locomotives from the 
requirements of the order of January 14, 1924, has been denied. 

Finance No. 6067, construction of line by Virginian & West- 
ern; finance No. 5161, construction of line by Guyandot & Tug 
River, and finance No. 4818, proposed construction of lines by 
Chesapeake & Ohio. The effective date of the certificate and 
order issued in these proceedings on July 23, 1928, as postponed 
by order entered August 20, 1928, has been further postponed 
to October 22, 1928. 

9699 (2d supplemental order), class and commodity rates to 
Hopkinsville, Ky.; McCain’s appl. 1625 and 1780, and Tucker’s 
appl. 2063. The effective date of the Commission’s Fourth 
Section Order 9699, entered under date of December 12, 1927, 
is postponed until April 10, 1929. 

No. 15225, Board of Railroad Commissioners of State of 
Iowa vs. Central Railroad of New Jersey et al. The order en- 
tered herein on July 10, 1928, which was by its terms effective 
on September 12, 1928, upon notice to this Commission and to 
the general public by not less than five days’ filing and posting 
in the manner prescribed in section 6 of the interstate commerce 
act, has been modified so as to become effective on September 
12, 1928, om one day’s notice instead of said five days’ notice. 

No. 20482, R. T. Vanderbilt Co., Inc., et al. vs. Atlantic Coast 
Line et al.; No. 20850, St. Regis Paper Co. et al. vs. Ann Arbor 
et al., and No. 20929, Castanea Paper Co. et al. vs. Atlantic Coast 
Line et al. Thompson, Weinman & Co. permitted to intervene. 

No. 20912, Illinois Coal Traffic Bureau vs. Alton & Eastern 
et al. Madison Association of Commerce permitted to intervene. 

No. 21030, State Docks Commission et al. vs. Gulf, Mobile 
& Northern et al. Traffic Association of South Atlantic Ports 
permitted to intervene. 

No. 21207, Chappel Bros., Inc., vs. Burlington et al. 
tana Horse Products Co. permitted to intervene. 

No. 21056, Beacon Milling Co., Inc., vs. New York Central 
et al. The Corn Exchange, Inc., of Buffalo, N. Y., permitted to 
intervene. . 

No. 18364, Georgia Public Service Commission vs. Atlantic 
Coast Line. The fourth paragraph of the order heretofore en- 
tered in this proceeding on August 2, 1928, shall become effective 
on or before November 10, 1928, upon notice of not less than 
five days’ filing and posting in the manner prescribed in section 
6 of the interstate commerce act. 

No. 17962, Memphis Freight Bureau for United States Bed- 
ding Co. vs. Santa Fe et al. The order entered in this pro- 
ceeding on July 6, 1928, which was by its terms made effective 
October 5, 1928, upon 30 days’ notice has been modified to 
become effective December 10, 1928. 

No. 19459, State of Idaho, ex rel. Public Utilities Commission 
of Idaho vs. Oregon Short Line et al. The order entered in 
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this proceeding on July 5, 1928, which was by its terms made 
effective October 1, 1928, upon 30 days’ notice, has been modified 
so as to become effective October 1, 1928, on 20 days’ notice 
instead of on 30 days’ notice. 

No. 20677, Escanaba Paper Co. et al. vs. Abilene & Southern 
et al. Chamber of Commerce of Shreveport, La., permitted to 
intervene. 

Finance No. 7095, in the matter of application of Surry, 
Sussex & Southampton under paragraphs (8) to (21); inclusive, 
section 1, of the interstate commerce act for certificate of public 
convenience and necessity for the construction of extension of 
its line, etc. Norfolk & Western permitted to intervene. 

No. 21164, Iola Cement Mills Traffic Association et al. vs. 
Abilene & Southern et al. Southwestern Portland Cement Co. 
permitted to intervene. 

No. 21045, New England Lime Manufacturers’ Association 
et al. vs. Boston & Maine et al. Charles Warner Co., Merion 
Lime & Stone Co., American Lime & Stone Co., Pennsylvania 
Lime Products Corp., Van Sciver Corporation and G. & W. H. 
Corson permitted to intervene. 

No. 16321, State Corporation Commission of State of Vir- 
ginia vs. Aberdeen & Rockfish et al. The Cotton Manufacturers’ 
Association of North Carolina permitted to intervene. 

No. 20844, Americus Grocery Co. et al. vs. Alabama Great 
Southern et al. South Georgia Traffic Bureau of Tifton, Ga., 
permitted to intervene. 

Finance No. 5472, construction of line by Gulf, Colorado & 
Santa Fe. This proceeding is assigned for further hearing at 
a time and place to be fixed. 

No. 14831, Winding Gulf Colliery Co. et al. vs. Chesapeake 
& Ohio et al., and No. 14498, Ragland Coal Co. vs. Virginian 
et al. The order entered in these proceedings on June 4, 1928, 
which by its terms is made effective on October 1, 1928, upon 
not less than 30 days’ notice, has been modified so as to permit 
defendants to comply therewith on October 1, 1928, upon not 
less than 10 days’ notice; but in all other respects the said 
order of June 4, 1928, shall remain in full force and effect. 

The petition filed by Agent B. T. Jones in Fourth Section 
Applications Nos. 12240, 12829, 18029, 13105, and 13194, for post- 
ponement of expiration date of Fourth Section Order Nos. 
8807, 9304, 9464, 9579, and 9651, rates on cement in central ter- 
ritory, entered in these applications has been denied. 

No. 20532, Colonial Salt Co. et al. vs. Arkon, Canton & 
Youngstown et al. Solvay Process Co. and Solvay Sales Cor- 
poration permitted to intervene. 

No. 20122, John W. Eshelman & Sons vs. Canadian National 
et al. The Corn Exchange, Inc., of Buffalo, N. Y., permitted 
to intervene. 

No. 21160, Lake Charles Rice Milling Co. of Louisiana, Inc., 
vs. Santa Fe et al. New Orleans Joint Traffic Bureau permitted 
to intervene. 

No. 18641, Potomac Electric Power Co. et al. vs. Chesapeake 
& Ohio et al. This proceeding has been reopened and consoli- 
dated with I. and S. 3140, coal from southern region mines to 
Washington, D. C., for hearing on September 26, 1928, at 9 o’clock 
a. m., at Washington, D. C., before Examiner Berry. 

No. 21164, Iola Cement Mills Traffic Association et al. vs. 
Abilene & Southern et al. Consolidated Cement Corp. per- 
mitted to intervene. 

No. 17837, City of Oswego, N. Y., vs. Baltimore & Ohio et 
al. The effective date of the order entered herein under date 
of July 3, 1928, has been postponed to November 10, 1928. 


Wo. 19516, Arizona Corporation Commission et al. vs. Santa 
Fe et al. The Continental Oil Co. has been substituted in place 
of the Calumet Oil Co. as intervener. 


No. 20079, Newport Rolling Mill Co. vs. Santa Fe et al., 
and cases grouped therewith. The effective date of the order 
entered herein on July 17, has been postponed to December 10, 
1928. 


No. 18773, Manufacturers’ Traffic Bureau for the Compound 
& Pyrono Door Co. vs. Baltimore & Ohio et al. The order en- 
tered in this proceeding on May 2, 1928, as subsequently mod- 
ified, has been further modified by postponing the effective date 
thereof to November 15, 1928. 

No. 13494, Southern Class Rate Investigation. The fourth 
section orders Nos. 9200 and 9700, entered July 27, 1925, and 
November 7, 1927, respectively, in this proceeding, as modified 
and amended from time to time, are further modified and 
amended to extent that the relief authorized therein with re- 
spect to rates on packing house products, fresh meats, lard sub- 
stitutes and cooking oils shall expire December 3, 1928, instead 
of November 4, 1928. 


PETITIONS FOR REHEARING, ETC. 


No. 18580, National Paper Products Co. vs. New York Cen- 
tral et al. Defendants ask for postponement of effective date 
of order and reargument before entire Commission. 

No. 17329, American Distilling Co. vs. Akron, Canton & 
Youngstown et al. The complainant, the defendant carriers 
herein, and all interveners, ask for modification of the Com- 
mission’s order of April 2, 1928. 

No. 19968, Burdick Mercantile Co. vs. Gulf, Colorado & Santa 
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Fe et al. Defendants ask for postponement of effective 
the order herein and for consolidation of this proceegj 
rate structure investigation, grain and grain products, 
17000, part 7, and, in the event that such petition be g 
for argument before the entire Commission. 

No. 19344, J. A. Folger & Co. vs. Santa Fe et al. Complain 
ant asks for reconsideration otf decision by division 3. : 

I. and S. No. 2807, granite, stone and marble, carloads i 
New England territory. John L. Goss Corporation et aj. os 
for reargument therein either before division 2 or before the 
full Commission. 

No. 19413, East Rochester Association vs. Baltimore ¢ Ohio 
et al. Complainant asks for reargument or reconsideration, 

No. 17837, City of Oswego, N. Y., vs. Baltimore & Ohio et al 
New York Central and Delaware, Lackawanna & Western ask 
for rehearing. 

No. 16844, Swift & Co. et al. vs. Santa Fe et al. Southern 
Railway and Cincinnati, New Orleans & Texas Pacific ask for 
reconsideration and modification of Commission’s findings ang 
order, also for postponement of effective date of order. 

No. 19299, Railroad Commission of Wisconsin vs. Aberdeen 
& Rockfish et al. The Boston & Albany, New York Centraj 
lessee, a defendant herein, asks the Commission to grant to it 
exemption from the provisions of paragraph (i) of its order 
dated May 5, 1928, in this proceeding. 

No. 16746, Independent Slaughterers’ Traffic Association 
et al. vs. New York Central et al. St. Louis Chamber of Com. 
merce, St. Louis Live Stock Exchange, and St. Louis Nationa] 
Stock Yards ask for postponement of effective date of order 
and rehearing and/or reargument. 

No. 19054, G. H. Treyz & Co. et al. vs. Baltimore & Ohio 
et al. Baltimore & Ohio and Western Maryland ask for modif. 
cation of Commission’s order. 

No. 19968, Burdick Mercantile Co. vs. Gulf, Colorado & 
Santa Fe et al. Complainant asks for reopening and submission 
to entire Commission. 

19557, Chicago Gravel Co. vs. Indiana Harbor Belt et al, 
Complainant asks for reopening and consolidation with case No, 
19610, switching rates in Chicago switching district. 

No. 17667, General Petroleum Corp. vs. Santa Fe et al. De. 
fendants ask for oral argument before entire Commission, and 
for postponement of effective date of order. 

No. 18426, Federated Metals Corp. vs. Illinois Central et al. 
Defendants ask for rehearing and/or modification of Commis. 
sion’s order entered therein. 

No. 17502, New York & Pennsylvania Co. vs. Delaware & 
Hudson et al., and No. 17503, New York & Pennsylvania Co. 
vs. Delaware & Hudson et al. Complainant asks for reconsid- 
eration and reargument. 

No. 15806, Lehigh Portland Cement Co. vs. Aberdeen & 
Rockfish et al. Virginia and Carolina Southern ask for modifi 
cation of Commission’s report and order. 


RATES ON CANNED GOODS 


Witnesses at the hearing in docket 13535, consolidated 
southwestern cases (further hearing with respect to canned 
goods, carloads), which began at Chicago, September 13, before 
Examiner Fuller, were uniformly in favor of a single rate basis 
applicable to all the traffic and contended that such a basis 
should not exceed 35 per cent of first class. The basis pre- 
scribed by the Commission in docket 13535 was 35 per cent of 
first class for application to fish, fruit, vegetables, etc., in tin, 
and 38 per cent to the same commodities in glass, as well as 
for application to meats, condiments, jellies, preserves, and 
other “luxuries,” whether in tin or in glass. 

It was the consensus that there was no justification for the 
segregation made by the Commission in terms of transporta 
tion characteristics, value, or other usual considerations gov- 
erning such matters, and that commercial necessity required 
the application of a uniform basis. In the course of the testi- 
mony, it was pointed out that the Commission had apparently 
intended to apply the higher basis to “luxuries” and com- 
modities of higher value. A large volume of testimony was 
presented and a great many exhibits introduced purporting to 
show that there was no line of demarkation of that sort be 
tween the two descriptions set up. 

A. H. Schwietert, assistant traffic director, Chicago Asso- 
ciation of Commerce, declared that a “mixing privilege accord- 
ing the same rates to canned food products in glass or in tin is 
an absolute necessity to the Chicago distributor.” The priv 
ilege had been voluntarily extended by the carriers throughout 
practically the whole of the United States, with the exception 
of Oklahoma, he said. The prescribed basis resulted in in- 
creases as high as 28 per cent in the applicable rates, according 
to his exhibits, and an average increase in the rates on mixed 
carloads throughout the southwest of 11 per cent. If the rates 
were made on the basis of 35 per cent of first class for all the 
traffic, the result would be an average increase of 3% per cent, 
he said. Claims on goods packed in glass, according to his 
exhibits, were less than on those packed in tin. 

Witnesses put on by Nuel D. Belnap in behalf of the Welch 
Grape Juice Company and the United Grape Products Com- 
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introduced exhibits to show that the relation of the net 
ae cots to the tare contents of the articles to which the Com- 
pro applied the 35 per cent of first class was 82 per cent, 
. against a relationship of 53 per cent, net to tare, on the 
* modities to which the Commission applied the higher basis. 
poi f that, it was said, the value of the service was much 


0 : 
pin where the lower basis had been prescribed. The glass 
e r was said to be much heavier than the tin. Another 


e : 
or showed that the value of goods packed in tin, ready to 


ship, was 11.10 cents a pound, as against a value of 11.9 cents 
q pound for the goods packed in glass. 

Others who testified were: — E. H. Berg, for the St. Paul 
Association of Public and Business Affairs and the Minne- 
apolis Traffic Association; J. R. Baker, Armour and Company; 
R. Cook, H. J. Heinz Company; H. A. Hollopeter, Terre Haute 
Chamber of Commerce; F. H. McMahon, Snider Packing Cor- 
poration; G. D. Eddy, Welch Grape Juice Company; Ralph 
Hinga, United Grape Products Company, and L. E. Whitney, 
National Pickle Packers’ Association. 


RATES ON CANNED MILK 


A basis of 26 per cent of first class was suggested by Edward 
3, DePass, general traffic manager, Carnation Milk Products 
Company, at the hearing in docket 20731, Carnation Milk Prod- 
ucts Company against the C. M. St. P. & P. and others at Chi- 
cago, September 13, before Examiner Johnston, for application 
to canned goods in “Mountain-Pacific territories, including 
Nampa, Ida., to Montana points,” in connection with a carload 
minimum of 40,000 pounds. A reasonable relationship for ap- 
plication in connection with a 60,000-pound minimum would be 
g2 per cent of the rates applicable to the lower minimum, he 
said. 

The complainant attacks as unreasonable the existing rates 
from Nampa (where it has a condensory) to Montana points on 
condensed or evaporated milk, in carloads, and asks for repara- 
tion and the establishment of reasonable rates for the future. 

The average distance from Nampa to “practically ali job- 
bing points in Montana” was given as 668 miles; the average 
rate a hundred pounds, as 86 cents; average per car earnings, 
$345.06; average car-mile earnings, 51.6 cents, and average ton- 
mile rate, 2.58 cents. Those figures were compared with, among 
others, those applicable for an average distance of 674 miles 
from various other canning points to other jobbing points lo- 
cated “throughout Mountain-Pacific territory and from Nampa 
to Spokane and Seattle, Wash., and Portland, Ore., applicable 
through territory almost identical in every respect as the rates 
from Nampa to Montana points.” The latter figures showed 
an average rate of 61 cents; average per car earnings, $241.90; 
average car-mile earnings, 35.9 cents, and average ton-mile rate 
of 18 mills. 

The witness said he believed the theory of establishing com- 
modity rates with a fixed relation to the first class rates was 
wrong, but that a relation of 26 per cent on condensed milk 
would, in his opinion, approximate a reasonable basis. 

Testimony was introduced for the carriers by R. E. Smith, 
assistant general freight agent, Northern Pacific; W. D. O’Brien, 


’ assistant general freight agent, Great Northern, and O. H. Timm, 


commerce assistant, C. M. St. P. & P. 

It was their contention that the rates attacked were on a 
proper level and that the proposed rates would be wholly in- 
adequate and would have a tendency to further reduce the 
canned goods adjustment in the Pacific northwest. They held 
that the rates used for comparative .purposes by Mr. De Pass 
were greatly depressed and called attention to the fact that 
there was an I. and S. proceeding now before the Commission, 
as the result of an attempt on the part of the carriers to in- 
crease certain of those rates. The territory involved was said 
to be extremely mountainous and generally unfavorable from 
an operating standpoint. The history of the adjustment was 
presented in support of the contention that competitive condi- 
tions had resulted in a great many seriously depressed rates. 
It was pointed out that a rate of 62% cents had been put in 
force from Washington condensories to Butte and Helena, Mont., 
to meet competition from Nampa and other points, and that 
the Commission had refused to reduce the canned goods rate 
of 78 cents applicable between the same points to that basis. 


RATES ON STONEWARE 


The question of the affect of the application of class B 
rates, as prescribed by the Commission in the consolidated 
Southwestern cases, to stoneware for movement into the south- 
West from Monmouth, McComb, and Whitehall, Ill., appeared 
to be the vital issue at the hearing in docket 13535 (reopened 
with respect to stoneware) at Chicago before Examiner Fuller 
September 12. 

The witnesses representing the interests on whose petition 
the further hearing was allowed contended that there was a 
Severe depression in the stoneware industry and that any in- 
crease in the rates would curtail movement. 

In its original report in the consolidated southwestern cases, 
the Commission found class B rates reasonable maximum rates 


THE TRAFFIC WORLD 


591 


for application to stoneware, in lieu of the existing commodity 
rates. Following that, however, it gave notice that the hearing 
would be reopened to receive additional testimony with respect 
to that commodity and the application of the class rates would 
be postponed. 

Testimony was introduced for the petitioning interests by 
the following: R. J. Dellinger, traffic counsel for the stoneware 
manufacturers at the three Illinois towns; I. F. Dains, president 
and general manager, Western Stoneware Company; and W. W. 
Thompson, Buckeye Pottery Company. 

They said that in the neighborhood of fifty per cent of the 
output of the Illinois plans was distributed in the southwest 
and that increases of from 4 cents a hundred pounds, in Arkan- 
sas, to 20 cents a hundred pounds, in Texas, would result from 
application of the class B rates. That would practically pro- 
hibit the distribution of their product in the territory, they said, 
and competitive articles would be substituted. A basis of 27% 
per cent of first class was asked, as compared to 32% per cent 
represented by class B rates. It was Mr. Delinger’s opinion 
that the basis asked for would closely approximate, in a gen- 
eral way, the present rates. It was further asked that the three 
Illinois cities be grouped, as to that traffic. The value of a 
carload of stoneware was said to range from $350 to $500 and 
claims were said to be low, averaging $1.19 a car on shipment 
for which figures were submitted. Cost of packing and other 
matters connected with shipping of the commodity were aiso 
stressed. The expense of crating 100 gallons of the commodity 
(approximately five pounds to the gallon) was said to average 
between three and four dollars, the value of the commodity 
ranging from six to seven dollars and a half a hundred gallons. 

H. B. Mueller, commerce agent, Kansas City Southern, said 
it was his understanding that the primary purpose of the Com- 
mission in making reductions in the percentage relations of the 
lower classes to first class in docket 13535 was that more of the 
traffic might move under those rates and the large number of 
commodity rates might be eliminated. He pointed out that 
stoneware had been classified class B over a long period and 
that the adjustment prescribed in the consolidated southwestern 
cases resulted almost uniformly in reductions to the southwest 
in those rates from such points as St. Louis, Chicago and Mon- 
mouth. In his opinion, he said, the petitioning interests would 
not be hurt by the application of the class B rates to their traffic, 
in view of the fact that all other shippers in the territory would 
be on the same basis. Comparisons were made between the 
level of various scales and between the rates applicable to such 
competing commodities as tinware in support of the reasonable- 
ness of the scale prescribed. 

H. P. Norden, assistant general freight agent, Frisco, and 
Henry Christianson, commerce assistant, Burlington, also testi- 
fied. Mr. Christianson said his line was not opposed to group- 
ing the origin points involved with respect to the traffic. Mr. 
Norden dealt chiefly with the stopping in transit privileges ac- 
corded the traffic. A great deal of it, he said, was stopped for 
partial unloading on the through rate. In his opinion, that serv- 
ice should be taken into consideration in estimating the reason- 
ableness of class B rates. 


NEWSPRINT PAPER INQUIRY 


Arrangements for facilitating the Commission’s investiga- 
tion in No. 21095, rates on newsprint paper, import and domes- 
tic, to points in Official and Southern classification territories, 
were made at a conference and meetings held at the Commis- 
sion’s offices September 12. (See Traffic World, Aug. 4, p. 250.) 

Chairman Campbell, and Attorney-Examiners Faul and How- 
ell, and W. E. Griggs, rate expert of the New York commission, 
presided at the conference, which was attended by a large num- 
ber of representatives of shippers and railroads, and later in 
the day the shippers, in conference, appointed a steering com- 
mittee and a committee of counsel. 

Chairman Campbell tentatively suggested December 12 for 
the opening hearing in the inquiry, to be held at New York City. 
It is planned to hold hearings also at Chicago or Minneapolis 
and at some point in the southeast, probably Jacksonville, Pla. 

It was announced by the chairman that rates from Wiscon- 
sin and Minnesota to Illinois territory were within the scope 
of the investigation and that the order in the proceeding would 
be amended to make that clear. 

At the conference of shippers, it was decided to select a 
committee of coumusel to operate as a contact committee between 
shippers and the Commission and to deal with questions of 
policy and procedure. Wilbur LaRoe, Jr., was made chairman 
of this committee. 

Appointment of a shippers’ steering committee was also 
decided upon. This committee consists of traffic men and its 
duty will be to prepare, in cooperation with representatives of 
the railroads, such statistical data as can be agreed upon prior 
to the hearing. 

Following the selection of these two committees, a con- 
ference was held with the railroad representatives and tentative 
arrangements were made for actual cooperation between shippers 
and carriers in the preparation of exhibits. , 

The first joint meeting of the shippers’ and carriers’ com- 
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mittees will be held in New York, September 26, at a place to 
be announced later. 

H. C. Wilson, of the Trunk Line Association, is chairman of 
the committee representing the trunk line carriers, and Earle C. 
Calhoun, of the New York Central, is chairman of the trunk line 
carriers’ committee of counsel. 

C. E. Bell, in a memorandum, suggested basic data for the 
investigation, to be used by all parties in the preparation of 
statements of rates, ton-mile, car-mile earnings, etc. 

Other names may be added to the shippers’ committees. 
As made up at the conference, they are: 


Shippers’ Steering Committee 

A. P. Lane, Boston, Mass., representing Great Northern Paper 
Co., et al. W. J. Mathey, New York, N. Y., representing American 
Newspaper Publishers Association. Cranston Williams, Chattanooga, 
Tenn., representing Southern Newspaper Publishers Association. 
Harry A. Laird, Chicago, Ill., representing the Tribune Company, 
et al. J. E. Bryan, Chicago, Ill., representing Wisconsin Paper & 
Pulp Manufacturers Traffic Association. Robt. Henderson, Minne- 
apolis, Minn., representing Minnesota & Ontario Paper Company, 
et al. C. E. Bell, Washington, D. C., representing International Paper 
Company, et al. T. T. Webster, Dayton, Ohio. Guy Tombs, Montreal, 
Que. J. A. Quinlan, Watertown, N. Y., representing St. Regis Paper 
Co. and other manufacturers in northern New York. A. C. Kingsley, 
St. Paul, Minn., representing lower Minnesota group. E. T. Moore, 
Atlanta, Ga., representing southern consumers. 

Shippers’ Committee of Coupsel 

Parker McCollester, New York, N. Y., representing American 
Newspaper Publishers Association. Arthur B. Hayes, Washington, 
D. C., representing Great Northern Paper Co. and other manufac- 
turers in the State of Maine. John Burchmore, Chicago, IIll., repre- 
senting Minnesota & Ontario Paper Co., at al. W. W. Collin, 
Jr., Pittsburgh, Pa., representing G. H. Meade Co., and affiliated 
companies. C. R. Hillyer, Chicago, Ill., representing Wisconsin man- 
ufacturers. Wilbur LaRoe, Jr., Washington, D. C., representing 
_—- manufacturers in New York, New England and eastern 
‘anada. 


CONSTRUCTIVE STATIONS, ETC. 


The Publishers’ Association of New York City, in a brief 
in No. 19715, constructive and off-track railroad freight stations 
on Manhattan Island, and I. and S. No. 3100, constructive sta- 
tions and trucking in lieu of lighterage in New York City and 
vicinity, says that the language of the statute clearly confers 
on the Commission jurisdiction to require the continuance of 
the constructive stations and other terminal truck facilities. 

In previous cases, it is asserted, the Commission has as- 
sumed that it had jurisdiction to deal with various forms of 
terminal trucking and that its decisions indicate that the con- 
structive stations are lawful and that their continuance may 
be required. 

“There is nothing inherently unlawful, in violation of the 
interstate commerce act, in the constructive station idea,” says 
the association, and makes other points as follows: 


The constructive stations at New York City are rot discrimi- 
natory or otherwise unlawful because the railroads have employed 
a limited number of trucking companies. 

It is not essential to the legality of the constructive station 
arrangement nor is it desirable that the charge for the trans- 
portation by the trucking company between the constructive sta- 
tion and the plant of a shipper or consignor shall be stated in 
tariffs filed with the Commission and the Commission is without 
jurisdiction over such charge. 

No unlawful discrimination results from the fact that under 
the present constructive station plan freight is unloaded from the 
car by the railroad and delivered to the consignee at the con- 
structive station already loaded on a truck, and it is neither 
desirable nor necessary to the legality of the plan that a charge 
shall be made for the unloading service. 

The constructive station arrangement does not result in unjust 
ee. against consignees and shippers in New Jersey. 

he respondents have failed to justify the cancellation of the 
constructive station arrangements proposed by the tariffs under 
suspension. 

The opposition of the Brooklyn contract terminals to the con- 
structive deliveries does not justify their discontinuance, 

The Commission should approve the practice of payment by 
the railroads of reasonable allowances to shippers and consignees 
for the trucking of certain freight, including newsprint paper, 
from the rail heads to their plants. 


The association says that the development of the motor 
truck has provided a means of receiving and delivering freight 
which, at least as to certain freight, is more economical both 
for the railroad and the shipper and consignee than the former 
pier station and lighterage deliveries, and that its use can and 
should be encouraged in such a way as to reduce congestion in 
the city streets. It says the constructive stations represent an 
economical and desirable method of receiving and delivering 
freight as compared with other terminal facilities. The rail- 
roads, says the association, should be free to employ trucks for 
handling freight interchanged between themselves and with 
steamship companies, in lieu of lighterage. As to store door 
delivery, the association says it is as yet an untried extension 
of the railroads’ terminal services. It says it has no objection 
to such delivery, but is inclined to think that the constructive 
station arrangements afford a more desirable method of using 
trucks in that they preserve to some extent to the shippers and 
consignees the advantages of competition between the trucking 
companies. Whether store door delivery can be required over 
the vigorous opposition of the railroads is doubtful, in the opin- 
ion of the association, but it holds that it can be, although 
various legal obstacles may be encountered. 
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The Terminal Truckmen’s Conference of New York, jp 
brief filed by H. E. Manghum, says that, in considering the Vari 
ous matters before the Commission in the proceeding, it shoe 
be borne in mind that motor carriers as such are not Subjec 
to the jurisdiction of the Commission. It says that severa] fA 
involving motor carriers have been before the Commission yee 
that the Commission definitely decided that motor carriers Wer 
beyond its jurisdiction and without the scope of the interstat, 
commerce act. Reference is made to 91 1. C. C. 539; 71.¢ ¢ 
266; and 12 I. C. C.. 39. ay 


“Thus, motor carriers not being within the purview of the 
act,” says the conference, “the jurisdiction of the Commisgig, 
with respect to the operations between the rail heads, the Con. 
structive station, free lighterage point and inland station dog 
not attach to them, but does attach to the railroad, because ; 
as a common carrier subject to the act holds itself out to renge 
this service to the public. Beyond the constructive station, fre 
lighterage point and inland station neither the service, rates 
nor the motor carriers are subject to the Commission. hy 
operations are not part of the railroad common Carrier sgeryje 
and are matters exclusively between the truckman and th 
consignee by private contract.” 


In conclusion, the conference says: 


In conclusion it is respectfully submitted that the inauguratioy 
of the constructive station, trucking in lieu of lighterage and inlang 
station service were amply justified by the uneconomical, congesteg 
inadequate and chaotic pier station operations; that the constructiy, 
station, trucking in lieu of lighterage and inland station servicgs 
are economical, flexible, progressive and adequate; that the motor 
carriers engaged in these trucking operations have rendered expe. 
ditious, efficient, economical and faithful service; that the trucking 
services are satisfactory and beneficial to the public and are indispep- 
sable to the effective and efficient handling of inbound and outbounq 
freight at New York City; that the reasons advanced by the railroads 
for abandonment of these services are totally inadequate; that the 
rates applied in connection with the trucking services are jusi, 
reasonable and non-discriminatory; that the abandonment of the 
constructive station and trucking in lieu of lighterage services wil 
increase the rates and charges to the public, and the railroads have 
not justified such increases; that motor carriers as such are not 
subject to the jurisdiction of the Interstate Commerce Commission, 
and neither the rates nor services between shippers’ or receivers’ 
places of business and the constructive stations, free lighterage 
points or inland stations are subject to the Commission; that the 
record irrevocably establishes that abandonment of these _ trucking 
services will immediately resuit in manifold and irreparable dam- 
ages to the public; that there is urgent public need and necessity 
for the continuation of all three branches of services involved: and 
that the Commission should direct the cancellation of the suspended 
tariffs and permit the continued operation of constructive station 
and trucking in lieu of lighterage services 






The United States Trucking Corporation says that the ad. 
vantage enjoyed by Independent Warehouses, Inc., is not undue, 
and therefore not unlawful under the act; that the carriers are 
within their rights in employing a single agency to perform 
the trucking service to and from the off-track and constructive 
stations; that the imposition of a loading charge in addition 
to the flat New York rate on all freight handled through con- 
structive stations would be unjust, unfair and unlawful; that 
the New Haven should be permitted to continue its 59th street 
constructive station; that if the New Haven constructive station 
is continued, or the other carriers denied permission to dis- 
continue their constructive stations, or both, the New York 
Central should be permitted to establish a constructive-line 
station along 59th street in place of its trucking-in-lieu-of-light- 
erage arrangements, and that the Commission has no jurisdic 
tion over the trucking service or trucking charges between con- 
structive stations and shippers’ store doors. The corporation 
asks the Commission to make findings consistent with the above 
statements and to “reiterate its oft-expressed opinion that the 
modern motor truck is an effective, efficient and economical 
terminal facility, and to encourage and command its more 
extended use by railroads in the congested Manhattan district.” 


CHANGES IN DOCKET 


Hearing in portions of fourth section app. Nos. 2060 and 
2073, filed by Agent J. F. Tucker, relative to rates on zinc dross, 
ashes, skimmings and residues from C. F. A. territory to Phil- 
lipsburg, N. J., et al., assigned for September 14, at New York, 
N. Y., before .Examiner McGrath, was canceled. 


Hearing in No. 20723, the F. J. Lewis Mfg. Co. vs. A. C. & 
Y. Ry. et al., assigned for September 12, at Washington, D. C., 
before Examiner Curtis, was canceled and reassigned for Octo- 
ber 5, at Washington, D. C., before Examiner Curtis. 

Hearing in No. 20923, Commercial Milling Co. vs. G. T. W. 
Ry. et al., assigned for September 12, at Detroit, Mich., before 
Examiner Binkley, was canceled. 


Hearing in I. and S. No. 3154, cement from Martinsburg, 
W. Va., and Security, Md., to H. & F. R. R. stations, assigned 
for September 14, at Washington, D. C., before Examiner Curtiss, 
was canceled. 


Hearing in No. 21144, the Williamson-Hazell-Frasier Co. et 
al. vs. O. S. L. R. R. et al., assigned for September 15, at Okla- 
homa City, Okla., before Examiner Fiedler, was postponed to 
date to be hereafter fixed. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System. published by West See pee St. Paul, Minn. 
u 


Copyright, 1928, by West lishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Florida.) The powers of the railroad 
commission are broad enough under the statute to include the 
authority to make reasonable regulations respecting the handling 
of baggage belonging to prospective railroad passengers by a 
terminal company and providing a reasonable system for its safe- 
keeping and convenient identification by its owner after it has 
been received by the terminal company.—State ex rel. Wells 
et al., State Railroad Commissioners vs. Jacksonville Terminal 
Company, 117 Sou. Rep. 869. 

While the right to the management and control of the prop- 
erty of common carriers is inherent in the carriers who own or 
operate the property, yet because of the nature of the 
service and the immediate interest of the public therein, 
supervision and regulation of the operation and of the business 
done as common carriers are within the powers of the state 
as to intrastate business when lawful federal authority is not 
dominant, and this governmental supervision and regulation may 
be lawfully exerted through administrative officers and com- 
missions or boards when they are validly constituted, and their 
governing powers and duties in the premises are legally defined 
and limited by duly enacted statutes.—Ibid. 

A terminal company may not arbitrarily subject one class 
of passengers to an inconvenience in the matter of the identifi- 
cation of baggage from which under substantially the same 
circumstances, it protects and saves another class; and if it 
attempts to do so, such action on its part constitutes discrimi- 
nation which the relators, being the governmental agency having 
supervision of such matters, may by reasonable regulation pre- 
vent in the exercise of the sound judgment of the relators under 
our statutes.—Ibid. 





Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of North Dakota.) The conditions of a 
contract of carriage providing ‘* * * as conditions precedent 
to recovery claims must be made in writing to the originating 
or delivering carriers within six months after delivery of the 
property or, in case of failure to make delivery, then within 
six months and fifteen days after date of shipment; and suits 
for loss, damage or delay shall be instituted only within two 
years and one day after the date when notice in writing is 
given by the carrier to the claimant that the carrier has dis- 
allowed the claim or any part or parts thereof,” are satisfied 
with respect to the making of a written claim of damage on 
account of misdelivery of the shipment by the service upon the 
carrier of summons in a justice court action to recover therefore 
within the time for the making of such claim of damage, so as 
to warrant a recovery.—Blaisdell vs. American Ry. Express Co., 
220 N. W. Rep. 634. 

Where a carrier of express accepts a shipment under a 
C. O. D. contract, a delivery to the consignee in violation of the 
terms of the contract to collect the C. O. D. charge is unau- 
thorized, amounts to a misdelivery, and constitutes a conversion. 
—Ibid. 

Where a cause of action has accrued to the consignor of 
property on account of its conversion through misdelivery by 
the carrier, the latter cannot destroy such cause of action by a 
return of, or an offer to return, the property to the consignor 
without his assent.—Ibid. 

(Court of Civil Appeals of Texas, San Antonio.) Doctrine 
of res ipsa loquitor-is the “thing speaks for itself;” that is, 
that circumstances attendant upon accident are of such char- 
acter as to justify jury in inferring negligence as cause of 
accident.—Galveston, H. & S. A. Ry. Co. vs. Tullis, 8 S. W. Rep. 
(2d) 247. 

Where 50 bales of mill-run linters, delivered to carrier in 
dry, clean, and marketable condition, reach point of delivery in 
wet, musty, and worthless condition, unfit for purpose for which 
shipped, law infers negligence of carrier.—Ibid. 

Carrier receiving carload of cotton linters had duty to trans- 
port it with care, causing inspection of contents at reasonable 
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times and at reasonable periods during entire transportation up 
to time of delivery.—lIbid. 

Where carrier accepted carload of cotton linters for ship- 
ment in dry, marketable condition, and they arrived wet, musty, 
and unfit for purpose for which shipped, failure to show proper 
inspection constituted lack of ordinary care.—Ibid. 

Where carrier accepted carload of cotton linters in dry, 
clean, and marketable condition, and they reached destination 
in wet, musty, and worthless condition, fact that goods were 
shipped in new car held no defense, since it was duty of carrier 
to furnish proper cars.—Ibid. 

In action against carrier for damages to shipment of cotton 
linters, which were loaded into car in dry and marketable con- 
dition and which arrived wet and unfit for use, court was not 
justified in submitting issue as to condition of linters on arrival, 
but only issues as to whether condition was brought about by 
negligence of carrier, and whether condition was caused by in- 
herent properties of linters (citing Words and Phrases, Res Ipsa 
Loquitor) .—Ibid. 

In action for damages, where carload of cotton linters was 
delivered to carrier in dry and marketable condition and arrived 
at destination wet and worthless, doctrine of res ipsa loquitor 
was applicable (citing 7 Words and Phrases, Res Ipsa Loquitor). 
—Ibid. 


U.S. NOT PREFERRED CREDITOR 


The government has lost with respect to its contention that 
it is a preferred creditor of the Minneapolis & St. Louis by the 
action of Judge Wilbur F. Booth, at Minneapolis, Minn., uphold- 
ing findings of Howard S. Abbott, special master in chancery, 
in Nos. 299 and 290, Guaranty Trust Co. of New York, as trustee, 
et al. vs. Minneapolis & St. Louis Railroad Co. et al., the re- 
ceivership proceedings involving the M. & St. L. (See Traffic 
World, June 23, p. 1550.) 

Judge Booth, now of the Circuit Court of Appeals, has had 
charge of the receivership case since its inception in 1923, when 
he was a district judge, and he sat as such in the present 
proceeding because he had handled the case heretofore. The 
government has appealed from the decision to the Circuit Court 
of Appeals. 

In sustaining the master in chancery, Judge Booth found 
that the government was entitled to recover from the railroad, 
without any preference or priority, the principal sum of $1,382,- 
000, with interest, representing a loan to the carrier under 
section 210 of the transportation act; the sum of $1,250,000, 
with interest, representing promissory notes growing out of 
settlement with the Director-General; and that as to a claim 
of $292,000 for alleged overpayment to the carrier under the 
guaranty section of the transportation act, the government was 
entitled to recover, under the same limitation as to priority, 
such amount as might be ultimately found due the government. 
The master recommended that these claims be allowed without 
interest, but the court modified the finding to the extent of 
allowing interest in connection with these claims. Other claims 
were involved, but those set forth above are the only ones now 
in controversy. 

The effect of the decision is that the United States, as to 
these claims, must take its place with the general creditors. 

The court held that the federal control and transportation 
acts took the claims out of the class of claims covered by sec- 
tion 3466, revised statutes, United States, section 6372, U. S. 
compiled statutes, under which the government asserted a pri- 
ority and preference with respect to payment thereof. 


The special master said the claims were urged for payment 
by the United States as a sovereign state. 


“The government engaged in the operation of railroads ex- 
actly as if it were their owner, but the character of the business 
remained the same,” said he. “The law is well settled as to 
the rights of a government or a governmental agency when 
engaged in the conduct of a private and proprietary occupation 
or business. They are not denied the right of engaging in such 
a business, but when they do so, they are governed by the same 
rules that govern a private individual or corporation.” 

Judge Booth did not write an opinion, but merely entered 
a decree overruling exceptions and adopting the master’s con- 
clusions, except as to the matter of interest referred to. 

Elmer B. Collins, special assistant to the Attorney-General, 
represented the government in the case at Minneapolis. 


LAKE CARGO COAL CASE 


The appeal of the government from the district court of 
the United States for the southern district of West Virginia in 
the lake cargo coal case has been docketed in the Supreme 
Court of the United States as No. 355, United States of America 
and Interstate Commerce Commission, appellants, vs. Anchor 
Coal Co., and five hundred and twenty other coal companies et 
al., appellees. 

In accord with the rules of the highest court, the govern- 
ment, by counsel of the Department of Justice and the Com- 
mission, have filed a statement with the court to show that the 
case is one over which the court has jurisdiction. 











































































REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended September 1 
totaled 1,116,948 cars, according to the car service division of 
the American Railway Association. This was an increase of 
36,108 cars above the preceding week, with increases being re- 
ported: in the total loading of all commodities except forest 
products, which showed a slight decrease. The total for the 
week ended September 1 was a decrease, however, of 412 cars 
below the same week in 1927 and a decrease of 26,500 cars below 
the corresponding week two years ago. 

Revenue freight loading by districts the week ended Sep- 
tember 1 and for the corresponding period of 1927 was reported 
as follows: 


Eastern district: Grain and grain products, 7,908 and 8,904; live 
stock, 2,526 and 2,961; coal, 43,213 and 45,424; coke, 1,952 and 2,655; 
forest products, 4,898 and 5,219; ore, 5,465 and 3,763; merchandise, 
L. C. L., 72,250 and 70,894; miscellaneous, 118,209 and 109,951; total, 
1928, 256,421; 1927, 249,771; 1926, 262,952. 

Allegheny district: Grain and grain products, 3,616 and 3,602; 
live stock, 2,311 and 2,756; coal, 43,460 and 44,355; coke, 5,191 and 
4,646; forest products, 3,371 and 3,273; ore, 13,037 and 13,036; mer- 
chandise, L. C. L., 55,915 and 58,062; miscellaneous, 98,508 and 95,397; 
total, 1928, 225,409; 1927, 225,127; 1926, 233,511. 

Pocahontas district: Grain and grain products, 218 and 261; live 
stock, 236 and 283; coal, 41,229 and 47,065; coke, 376 and 389; forest 
products, 1,574 and 1,872; ore, 112 and 111; merchandise, L. C. L., 
7,732 and 7,790; miscellaneous, 6,827 and 6,845; total, 1928, 58,304; 1927, 
64,616; 1926, 60,044. 

Southern district: Grain and grain products, 4,113 and 4,483; live 
stock, 1,689 and 2,064; coal, 24,056 and 29,484; coke, 574 and 584; forest 
products, 19,962 and 22,185; ore, 1,090 and 1,145; merchandise, L. C. 
L., 40,914 and 43,054; miscellaneous, 53,392 and 57,673; total, 1928, 
145,790; 1927, 160,672; 1926, 156,031. 

Northwestern district: Grain and grain products, 18,320 and 22,467; 
live stock, 6,493 and 7,252; coal, 7,483 and 8,578; coke, 1,231 and 1,295; 
forest products, 15,507 and 15,862; ore, 44,580 and 39,525; merchandise, 
L. C. L., 34,129 and 35,076; miscellaneous, 46,679 and 45,381; total, 
1928, 174,422; 1927, 175,436; 1926, 179,039. 

Central Western district: Grain and grain products, 16,864 and 
15,476; live stock, 10,832 and 11,216; coal, 13,323 and 10,628; coke, 307 
and 381; forest products, 12,835 and 12,134; ore, 3,821 and 3,547; mer- 
chandise, L. C. L., 35,610 and 34,737; miscellaneous, 74,990 and 68,530; 
total, 1928, 168,582; 1927, 156,649; 1926, 168,103. 

Southwestern district: Grain and grain products, 6,302 and 5,354; 
live stock, 3,610 and 3,526; coal, 5,329 and 5,105; coke, 195 and 183; 
forest products, 8,982 and 8,914; ore, 502 and 506; merchandise, L. C. 
L., 17,037 and 17,662; miscellaneous, 46,063 and 43,839; total, 1928, 
88,020; 1927, 85,089; 1926, 83,768. 

Total, all roads: Grain and grain products, 57,341 and 60,547; live 
stock, 27,697 and 30,058; coal, 178,093 and 190,639; coke, 9,826 and 
10,133; forest products, 67,129 and 69,459; ore, 68,607 and 61,633; mer- 
chandise, L. C. L., 263,587 and 267,275; miscellaneous, 444,668 and 
427,616; total, 1928, 1,116,948; 1927, 1,117,360; 1926, 1,143,448. 


Loading of revenue freight in 1928 compared with the two 
previous years follows: 


1928 1927 1926 

Four weeks in January......... 3,447,723 3,756,660 3,686,696 
Four weeks in February........ 3,589,694 3,801,918 3,677,332 
Five weeks in March........... 4,752,031 4,982,547 4,805,700 
Four weeks in April............ 3,738,295 3,875,589 3,862,703 
Four weeks in May .......... -. 4,006,058 4,108,472 4,145,820 
Dive WEGES Ih JUNC. cic scccces 4,923,304 4,995,854 5,154,981 
DPOUr WEGKS I JULY. «.cccccccicce 3,942,931 3,913,761 4,148,118 
Four weeks in August.......... 4,230,809 4,249,846 4,388,118 
Week ended September 1...... 1,116,948 1,117,360 1,143,448 

BE. saVicmietaaeneeseauate 33,747,793 34,802,007 35,012,916 


CAR HIRE SETTLEMENT RULES 


“The code of per diem rules originated in a compromise 
between strict theory and practical expediencey, and is neither 
perfect nor sacred,” says the brief on behalf of the American 
Short Line Railroad Association filed with the Commission by 
Moultrie Hitt in No. 17801, in the matter of rules for car hire 
settlements. 

It is contended that the per diem system inflicts a dispro- 
portionate burden on Class II and Class III roads and that straight 
per diem without any reclaim or elasticity to fit varying local 
conditions is impractical and unworkable, and that it was origi- 
nally intended that short lines should be dealt with by local 
agreements. 

The testimony, it is contended, of 141 short lines proves that 
the per diem basis is very unfair to short lines, and demon- 
strates that ample justification and the absolute necessity of 
either a mileage basis, a reclaim basis, a free time allowance, 
or other special bases, such as the “Birmingham Southern” 
rules, especially in the form of the Northampton & Bath plan, 
which is just as practical and suitable for non-industrial roads 
as for those which are affiliated with an industry. It is further 
contended that the per diem rules are clearly discriminatory 
and unlawful because they are a combine between one class 
of carriers, parties to a mandatory car service and per diem 
rules agreement, to enforce harsh and inequitable rules and 
regulations on other classes of carriers not parties to such 
agreement, without their consent, and against their wishes, and 
for the purpose of coercion. As to the per diem rule 6 (b), the 
association says: 

Per diem rule 6(b) compels subscribers to a mandatory agree- 
ment, to pay to car owners who are a party to the combine a rate 
of $1 _ car per day, and to pay to other car owners, which as 
non-subscribers, are not parties to the combine, another and different 


rate, i. e., mileage, equivalent to an estimated average of only about 
30 cents per day. 
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Per diem rule 6(b) denies switching reclaim to one class of roagq 
generally known as non-subscribers, while granting it to anothe. 
class of roads generally known as subscriber roads, on the ro 
ground that the former are not parties to the agreement of the Co! P 
bine, although they affirm and themselves prove that switching ae 
do not include anything for car hire cost, and that it is not nae 
ticable to increase the switching rates to cover such cost. . 

Per diem rule 6(b) originated as a “‘fighting rule’’ and has con 
tinued and still serves, and is intended to serve, as an instrument 
of powerful coercion both (1) to hold present members and also (} 
to force outsiders to join the subscribers’ union in which they have 
no voting rights and must be governed by whateyer conditions the 
minority of large subscribers may see fit to impose. 

The elaborate system of car accounting and reporting betweep 
large subscriber roads under the per diem system, necessitating the 
employment of specialists and a large corps of clerks, is un Warrant- 
ably complicated, cumbersome, burdensome, and disproportionately 
expensive for short lines, especially for those Class III roads Which 
are car users only. 


In support of its contention that code of per diem rules does 
not “fit” the short lines, the short line association, in its briet 
sets forth “The Fable of Procrustes,” as follows: ; 


One of these evil doers was called Procrustes, or the Stretcher 
He had an iron bedstead, on which he used to tie all travelers who 
fell into his hands. If they were shorter than the bed, he stretcheg 
their limbs to make them fit it; if they were longer than the beq 
he lopped off a portion. , 


The last sentence is printed in italics. 


OPERATING STATISTICS 


Operating statistics of Class I railroads, switching and ter. 
minal companies not included, compiled from carrier reports 
by the bureau of statistics of the Commission, for June and 
the six months ended with June, show the following: 


Loaded car-miles—1,420,002,000 for June and 1,423,369,000 for June 
1927; 8,501,506,000 for six months epded with June and 8,572,212,000 
for same period of 1927. 

Empty car-miles—838,531,000 for June and 832,852,000 for June, 
eo for six months and 5,033,620,000 for same period 
oO j 

Net ton-miles—37,304,000,000 for June and 38,477,000,000 for June, 
— for six months and 234,004,000,000 for same period 
oO 4 

Average number locomotives on line—30,094 for June and 30,974 
for June, 1927; 30,453 for six months and 31,190 for same period of 1927, 

Average number freight cars on line—2,477,869 for June and 2,506,- 
969 for June, 1927; 2,479,035 for six months and 2,512,691 for same 
period of 1927. 

Per cent unserviceable total locomotives—16.3 for June and 16.4 
for June, 1827; 16.4 for six months and 16.1 for same period of 1927, 

Per cent unserviceable total cars on line—6.3 for June and 61 
for June, 1927; 6.1 for six months and 5.7 for same period of 1927, 

Car-miles per car-day—30.4 for June and 30 for June, 1927; 30 
for six months and 29.9 for same period of 1927. 

Net tons per loaded car—26.3 for June and 27 for June, 1927; 26.3 
for six months and 27.3 for same period of 1927. 


FREIGHT OPERATING AVERAGES 


The Commission has issued the following comparison of 
selected items of freight service operating averages of Class I 
railroads, prepared by its bureau of statistics: 


UNITED STATES 


> inlo: S ; = 

- 3 Tra ad 3 . ‘ s g 3 
3 Be ie wa ee 
a on =3 an s M = & gs 
rs 20 E> 2 = a s . on 
=2 fe Og ‘= a eS ae 
§3 i ~~. “3. #8 3s §& &8 = 
A we ge ses “Ss sa 8 % 18 °%, 
ns <= os 3 oss en os a Ss “5 a” 
ae Ze 6 O8 4 G8 28 <= SS AS SE Au 
ee 4,991 1,4€C0 691 14,480 465 *28.4 23.1 *70.7 35.4 § 
|.» Se 3,880 1,408 640 16,155 374 28.0 21.5 62.0 37.8 168 
4,018 1,445 651 16,871 389 26.4 22.6 65.1 38.8 161 
ere 5,311 1,507 709 16,072 508 28.1 27.1 66.5 38.9 170 
a 4,796 1,542 694 17,615 454 26.8 26.0 65.3 40.7 157 
1925..... 4,993 1,629 727 19,282 466 26.8 26.9 64.6 42.9 144 
eee 5,329 1,685 743 20,186 499 26.9 29.1 63.8 44.3 14% 
aa *5,462 1,755 *772 21,496 *515 27.3 29.9 63.0 45.9 135 
4956 ...20% 5,169 *1,795 769 *23,128 496 26.3 *30.0 62.9 *47.4 *131 
June, 1927..... *5,415 1,794 785 22,487 *512 *27.0 30.0 *63.1 47.0 12 
dune, 1928..... 5,217 *1,835 *785 *24,025 502 26.3 *30.4 62.9 *48.5 *11& 





tIncludes unserviceable cars. 

yIncludes equivalent coal tonnage for fuel oil consumed. 
§Data not available. 

*Best record of the comparative period. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the 
week ended September 8 totaled 23,430 cars, as compared with 
23,541 cars (revised) the preceding week and 24,545 cars the 
corresponding period of 1927, according to the weekly report 
of the Bureau of Agricultural Economics of the Department of 
Agriculture, based on carrier reports. Shipments were reported 
as follows: 


Apples, 1,753 cars; cabbage, 474 cars; cantaloupes, 709 cars; 
earrots, 67 cars; cauliflower, 115 cars; celery, 253 cars; cucumbers, 
150 cars; grapefruit, 5 cars; imports, 33 cars; grapes, 4,523 cars; 
green peas, 34 cars; lemons, 205 cars; lettuce, 765 cars; miscellaneous 
melons, 425 cars; mixed citrus fruit, 11 cars; mixed deciduous fruit, 
431 cars; mixed vegetables, 528 cars; onions, 1,112 cars; peaches, 
3,920 cars; oranges, 680 cars; pears, 1,973 cars; peppers, 51 cars; 
plums and prunes, 523 cars; string beans, 8 cars; sweet potatoes, 
311 cars; tomatoes, 711 cars; watermelons, 423 cars; potatoes, 3,270 
cars. 
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THE GUARANTY MYTH 


Editor The Traffic World: 

Just read your interesting leading article on the guaranty 
myth. The railroad guaranty of 5% per cent is not only “mythi- 
cal,” it is academic, chimerical, deceptive, elusive, fallacious, 
hypothetical, illusive, intangible, minus, non est, theoretical, 
unsubstantial, will-o-the-wispic, bunkiferous, deceitful, disap- 
pointing, erroneous, fanciful, ignis fatus, imaginary, missing, 
negative, sophistical, unreal, visionary. 

I enjoy reading your editorials—they are human as well as 
informative. 

Chicago, Ill., Sept. 10, 1928. 


POLITICAL INFLUENCES 


Editor The Traffic World: 

Your article in the September 8 issue of The Traffic World 
headed “Big-Sticking the Commission,” is as malicious as it is 
wrong in the representation of facts. The insinuations cast 
upon the people’s representatives in our various governmental 
capacities is unfair to both them and the people for whom they 
have acted. 

In this instance the intent of the request of the people upon 
its government was not for the purpose of threatening anyone; 
quite to the contrary; it was submitted in the spirit of justice 
and for the purpose of clarifying a peculiar complication of 
affairs. 

If the action taken by the Wisconsin Manufacturers’ Asso- 
ciation was wrong, then those responsible (and I happen to be 
one of the individuals on its committee) are subject to such 
criticism as the mistake made warrants and no such malicious 
criticism that one who knows nothing about the facts involved 
assumes is warranted in the premises. 

If you were responsible for administering the laws of this 
nation or for securing tonnage for the carriers or protecting an 
industry’s investment, you could perhaps conceive that it is 
possible that a misunderstanding could develop among all of the 
parties involved and that the facts at issue merit the broadest 
consideration possible to obtain. 

Out of respect to the Interstate Commerce Commission, 
Governor Zimmerman, Senator Watson, and Senator La Follette, 
the writer accepts such criticism justified according to the 
offense, in the event the Wisconsin Furniture Traffic Committee 
erred, under the circumstances existing, in its method of seek- 
ing an interpretation of the laws of the nation. 

In conclusion, I want to inform you that the publication of 
the rates was the result of a misunderstanding in the first 
instance and that perhaps the Commission, shippers and car- 
riers are in one way or another equally, or, at least in part, to 
blame. Simmons Company, 

Elmer W. Hanak, General Traffic Manager. 

Kenosha, Wis., Sept. 10, 1928. 


Charles A. Livingston. 





Of course, there was nothing ‘malicious’ in what we had to 
say. We were criticizing an attempt to bring political influence to 
bear on the Commission in a matter of rates. Nothing Mr. Hanak 
has said in the above communication has removed our impression 
that there was such an attempt. If not, why ask a United States 
senator to visit the Commission? If the matter was merely one of 
misunderstanding in the publication of rates, why could it not have 
been straightened out without resorting to this means? We do not 
mean to say that it was not such a matter, but that, whether it was 
or not, the prestige of Senator Watson’s position seems to have been 
desired—and this is bad practice.—Editor The Traffic World. 


MISTAKES IN TARIFFS 


Editor The Traffic World: 

The writer is often amused at the contentions, pro and con, 
regarding the interpretations of both the application of typo- 
graphical errors of tariffs and the technical oversight of ship- 
pers, and, inasmuch as discussion appears on both subjects in 
the September 1 issue of The Traffic World, would appreciate 
your permission to express my views. 

Under the caption, “Current Topics in Washington,” page 
481, “Mistakes in Tariffs Impossible,’ reference is made to sev- 
eral decisions of the courts regarding the application of tariff 
in cases of error by printers. 

The shipper, in most instances, would be aware of the mis- 
takes by either comparison or reasonableness, yet he should 
not give consideration to this any more than the carrier should 
give like consideration to error if in its favor; in other words, 
if an intended rate of 17.5 cents is published 27.5 cents, the 


THE TRAFFIC WORLD 


The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men. 
(No anonymous letters or communications bearing fictitious signatures will be published.) 





595 









ee 


carrier would maintain same as the lawfully published rate and 
so collect charges on that basis (though perhaps refunding later 
through claim channels); and, on the other hand, if the intended 
rate of 17.5 cents is published 1.5 cents the latter should like- 
wise be considered the lawfully published rate and charges 
collected on that basis and adjusted through the rendering of 
balance due bills. 

Yet, if the carrier is authorized to take undue advantage of 
the shipper by enlarging on such a technical matter as the 
omission of the word “from” on shipping packages (see Wis- 
consin, page 502) when carrier has in its possession the ship- 
ping order copy of shipper’s bill of lading, to which it can readily 
refer, it seeems only just that shipper should be allowed to pay 
charges on the lawfully published rate. 

Contrary to suspected belief of reader, the writer is not 
antagonistic toward any carrier or carriers, but feels that “what 
is sauce for the goose, is sauce for the gander” and contends 
that the Commission is a bit partial, if not unreasonable or per- 
haps arbitrary, in authorizing the publication of such an absurd 
provision in carriers’ tariffs. 

In cases where the shipper has a commodity shipped to a 
customer from some point other than shipper’s address and 
does not have his name placed on package, then he is entitled 
to a loss for failure to have his name thus shown as shipper, 
but we feel that it is sufficient in making shipments direct from 
manufacturer, jobber, wholesaler or broker, etc., to customer, to 
have name of shipper appear on package whether the word 
“from” precedes name or not. 

I warrant this is a small matter and the word “from” should 
be used by all shippers; however, I cannot convince myself that 
the shipper should be penalized for this slight error unless it 
is proved that shipper has malicious motives in view. 

H. Deane Morrow, Traffic Manager, 
Shine-All Sales Company. 
St. Joseph, Mo., Sept. 7, 1928. 


COMMISSION REFORM 


Editor The Traffic World: 

In connection with your recent article on Commission 
reform, it has been suggested to me by a most competent 
authority that the Commission might well be relieved of its 
newer duties, such as valuation and finance. He suggests that 
there be three commissions, one for rates, the second for 
finance, and the third for valuation. 

This seems to me an excellent proposal, and I would 
add to this your suggestion that each Commission be authorized 
to assign cases to one of its members. In our courts we are 
safe before one judge, why not try cases before one com- 
missioner? 

Let me amplify this suggestion, and point out that it can 
be tried without increased expense, by the appointment of five 
of the present commissioners to the rate commission, and three 
to each of the other commissions. 

The present Commission has already distributed its work 
among its fourteen bureaus, and has thus facilitated its division 
among three commissions. 

The traffic commission of five members should, of course, 
take over the work of the bureau of formal and informal cases, 
and of traffic. Even with these it would have more work than the 
others and would retain the principal functions of the original 
Commission. 

The second commission of three members should handle 
not only finance, but service, statistics, safety, locomotive in- 
spection, signals, and probably the bureaus of law and inquiry. 

The third commission of three should have valuation and 
accounts. 

Possibly each Commission would want a bureau of admin- 
istration, but this is now so well organized that it would be 
better to have one bureau continue to act for the three com- 
missions, possibly under the commission on valuation, which 
would have the least to do. 

Each case brought before a commission should at first be 
decided by one commissioner with right of appeal in the more 
important cases. 

Provision should also be made to cover the infrequent cases 
which might involve the jurisdiction of more than one of the 
commissions. Here appeals from the single commissioner should 
be made to a joint board chosen from the commissions con- 
cerned. 

Under the arrangement outlined above, the individual com- 
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missioners would be able to take -testimony _ themselves in 
more cases than is now possible, and their personal influence 
could do much to reduce the present inflated records. 
Such a division of labor would give the commissions special 
knowledge in their respective lines and would conduce to 
speedy justice. 

Washington, D. C., Sept. 11, 1928. 


INLAND WATERWAYS 


Editor The Traffic World: 

Mr. W. J. Bohon of Seattle, Washington, wrote The Traffic 
World a letter dated August 23 and published September 1, page 
480, on the general subject of inland waterways. In his letter 
Mr. W. J. Bohon advocates the awakening of public interest and 
a “free discussion,’ presumably of the improvement and use of 
the inland waterway routes of the nation as compared with other 
existing forms of transportation, particularly the railroads. 

Mr. W. J. Bohon demonstrates, evidently to his own satisfac- 
tion, that the development of waterways as a national policy is 
wasteful and unwise, by citing as examples that portion of the 
“Columbia River east of Portland” and the Miami-Erie Canal in 
Ohio. Public money, he points out, has been expended on these 
projects and they are now out of use. The implication is that 
the money was, therefore, wasted, but this he does not take 
the trouble to try to prove. 

That there is no traffic to speak of now on the Columbia 
River up to the mouth of the Snake, is perhaps. true, but that 
there is reason to believe that this waterway, connecting the 
rich agricultural region of the Columbia Plateau with the sea- 
board, will in time justify its construction, and will certainly 
not be contradicted by a person of the undoubted intelligence 
of Mr. W. J. Bohon. 

The story of the Miami-Erie Canal is entirely different. This 
waterway was built connecting Lake Erie with the Ohio River 
at a time when other methods of transportation were few and 
undependable. It served its purpose. It may be improved again 
in the future when the need for this connection is felt, but to 
have expended much money in the maintenance of such a public 
work in the face of the formidable antagonism of the railroads 
toward waterway transportation for the past generation would 
have been an excellent example of the waste of public moneys 
which Mr. J. W. Bohon so properly abhors. 

The diligence of Mr. W. J. Bohon in seeking out these two 
mentioned waterways for the purpose of awakening the public 
interest is admirable. It would have involved much less search- 
ing on his part to cite the records of freight transported on the 
Monongahela River above Pittsburgh, on the Ohio, and on the 
Mississippi River from St. Louis to the Gulf of Mexico. But 
the operation on these waterways which is saving millions of 
dollars every year to the nation does not seem to interest Mr. 
W. J. Bohon. 


In citing examples of so-called waste and loss, Mr. W. J. 
Bohon might have saved himself a great deal of trouble and 
‘made his point much more clear if he had described the early 
history of any of a dozen or so of our railroads. He might have 
listed the land grants to them by the federal government and 
by states, counties, and cities. He might have mentioned the 
instance of tax exemptions. He might have cited the cases of 
granting the right of eminent domain. He might have told how 
private investors having faith in the government’s encourage- 
ment of these nation builders, sunk their earnings in railroad 
stogk. Then he might have told of the period of frenzied finance 
when the railroads were undergoing receivership and subsequent 
reorganization, and he might have estimated how many hun- 
dreds of millions of dollars were lost by the public during this 
period. And, finally, he might have quoted the great railroad 
president who expressed the attitude of the railroad executives 
toward the public in terse words that have rung for over a 
generation. 

The history of the administration of rivers and harbors of 
the United States will not suffer by such a comparison. 

Mr. W. J. Bohon makes some statements concerning the 
ports of Seattle and San Francisco and the Alaskan salmon fish- 
ing, which are interesting, and, no doubt, true. We will not 
attempt to say. But if his statements regarding the merits of 
these two ports bear the same relation to the actual situation 
as his statements regarding waterways bear to the waterway 
situation, then they should be immediately controverted and his 
misconceptions set aright. 

This paragraph from Mr. W. J. Bohon’s letter is strangely 
interesting: 


Arthur Hale 


For distances upward several hundred miles the railways through- 
out the country now lose tonnage because so-called ‘‘store-door pick- 
up and delivery plus truck rates,’ that are higher than rail rates 
are more convenient. There are illustrations innumerable as to how 
tonnage available cannot be moved over existing routes because of 
some such competitive situation. 


Does not he mean to imply that the shippers are created for 
the convenience of the carriers, rather than the carriers for the 
convenience of the shippers? If not, what does he mean? 
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Following this statment, Mr. W. J. Bohon goes on to sa 
that before a railroad is built, a careful survey of the cost an 
revenue expected is made, whereas, he continues, if such a sur 
vey was made previous to the undertaking of a waterway devel. 
opment program, “it is doubtful if the work would ever be 
started.” Mr. W. J. Bohon will be delighted to learn that th; 
same thought came into the minds of those at the head of a 
government many, many years ago, and that, as a result, jt 
is now necessary for some 14 separate governmental ARENCies 
to pass upon the practical and economic feasibility of any water. 
way project before any money can be spent upon it. The cry of 
“pork barrel” often raised against waterway legislation in the 
past is no longer taken seriously because of the many Safe. 
guarding provisions pertaining to this type of legislation. 

Following these previous statements, Mr. W. J. Bohon of 
Seattle, Washington, proceeds to discuss waterways and the 
farmer with utter abandon. He says that the majority of the 
farmers would never be able to use the waterway facilities, py 
when it comes to furnishing data and argument in support of 
this assertion, he suddenly becomes mysteriously silent and 
reserved. We doubt that Mr. Bohon is aware of the fact that 
the entire grain carrying space of the Federal Barge Line from 
the Twin Cities south of the Mississippi River is completely 
contracted for from now to the end of the navigation seagop 
by grain shippers, and that 5,000,000 bushels extra are availabie 
if the barge line had the equipment to handle them. 


It may also be proper at this point to refer to a question 
brought out by Mr. Bohon in another part of his letter ag to 
whether in the not very distant future, this country may be 
consuming all its own grain. The Mississippi System of Water. 
ways from the Twin Cities and Chicago to New Orleans, ang 
from Pittsburgh to Kansas City constitute 9,000 miles of main 
trunk line -water transportation routes connecting and traversing 
the richest regions of the world, both industrially and agri. 
culturally. Surely, Mr. Bohon will admit that, given the chance 
to serve the public, there is plenty of opportunity for the use 
ef waterways between these regions and along these routes. One 
of many examples may be cited. Southeastern territory con- 
sumes 50,000,000 bushels of coarse grain yearly. With proper 
river terminals and elevators, what would prevent the bulk of 
this grain from moving down the river from the northwest and 
being elevated and distributed throughout the consuming region 
just as steel and iron from Pittsburgh is today? We urge Mr. 
W. J. Bohon of Seattle, Washington, to examine the geographical 
features of the Mississippi Valley, and, in their light, consider 
the importance of the economies afforded by waterway trans- 
portation to the nation as a whole. To go on: 


If the prosperity of the farmer is dependent on freight rates (and 
our political office-holders seem to think they are), why are not the 
farmers more prosperous who are located near their markets than 
those farther removed, and, if those nearer are more prosperous why 
couldn’t the government subsidize those at more distant points by 
the creation of a fund that would be used to equalize the difference 
in freight charges? 


We simply present this without comment. Mr. W. J. Bohon 
has carefully avoided actually making the suggestion of the 
equalization fund which is implied in his last phrase, but some 
amplification of this idea might prove valuable. It would at 
least furnish amusement for those who are fond of fantasy. 

Mr. W. J. Bohon does not fail to sound a note of pathos in 
praying for just appreciation of the charity of the railways 
toward the farmer. He says: 


The railways have certainly always borne the expense to the limit 
of giving the farmer minimum rates to market from the more distant 
points to afford him relief and profit in the disposition of his products. 


The ungenuineness of this assumption is genuinely refresh- 
ing. We offer the following figures of rates on grain as between 
the United States and Canada: Kansas City to New York, 1,287 
miles, .40 per cwt.; Pt. Arthur, Can., to Quebec, 1,372 miles, 
.1834 per cwt. 


The Canadian Pacific is a party to these rates, and its stock 
is selling on Wall Street at over 200, an advance of 25 over a 
year ago. 

In his final paragraph, Mr. W. J. Bohon refers to “creation 
of the nation’s interest.” This is to many an enjoyable and to 
some a not unremunerative occupation. We assume, howevel, 
from the context of the letter that Mr. W. J. Bohon is an 
amateur. Verily, he hath his reward. His name appears at the 
end of the letter, in print. 

Mr. W. J. Bohon closes with a blithe repetition of the words 
of the old song “I’m forever blowing bubbles.” We have enjoyed 
Mr. W. J. Bohon’s bubbles thoroughly and without malice. This 
letter is not meant to be personally offensive. It is, however, 4 
challenge to that entire school of passionate logicans who find 
it necessary to declaim in choleric fashion as to why the water- 
ways should be eliminated in favor of the railways. 

Certainly, this country provides enough commerce to furnish 
work and prosperity to all transportation agencies. Certainly, 
waterways will never supplant, although they may to some 
degree supplement, the railroads. Certainly, the shippers need 
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oth. Why not look forward to coordination and unity 
han backward to disruption and strife? 
Frank H. Miller, Secretary, 
Ill. River Division, Miss. Valley Assn. 
Chicago, Ill., Sept. 11, 1928. 
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We suppose Mr. Bohon can take care of himself, but we apolo- 
‘ze to him, nevertheless, for the sarcastic and insulting tone of the 
wa letter notwithstanding that its writer says it was not in- 
enh to be personally offensive. If he had intended to be offensive, 
tende per would probably have burned. His communication is a 
the ample, however, of what those who question the wisdom of 
fair d@ waterway propaganda have to undergo from men hired by 
aeeates of this unfair and uneconomical transportation scheme.— 
Bditor The Traffic World. 


N. Y. SHIPPERS’ CONFERENCE 


The Traffic World New York Bureau 


In a report to the Shippers’ Conference of Greater New 
york at its autumn meeting, C. L. Hilleary, traffic manager 
of F. W. Woolworth & Co., indicated that the trunk line rail- 
roads which previously had been very strongly opposed to 
abolition of constructive delivery stations, had changed their 
opinions and were now favorable to this policy. Mr. Hilleary 
did not give the source of his information, but said it came 
from an outstanding railroad official whose name he was not 
yet permitted to state. 

"Chairman Chandler wanted to know whether this included 
a store door delivery plan or only continued the responsibility 
of the railroad as far as the constructive delivery station, but 
Mr. Hilleary said that, on this point, he was still in the dark. 
It is understood that this change of position is part of the 
negotiations going on for an experimental union freight station 

re. 

o The conference adopted a resolution that it be represented 
at the hearing to be held in Galveston by the Commission on the 
consolidated southwestern rate case. 

It was said that the Mallory Line, the Southern Pacific, and 
other steamship lines were satisfied with the rates, but that 
the New England shippers were the ones who will fight it 
hardest. Mr. Chandler will represent the Merchants’ Associa- 
tion and the Shippers’ Conference at next Monday’s hgaring. 

“The crux of the whole complaint,’ said Mr. Chandler, “is 
East against West. It is one of these cases where what is 
everyone’s business is no one’s business, and unless someone 
gets on the witness stand to explain why changes made should 
be revised the order on the subject will stand. There is a 
substantial increase in first, second and third class rates. A 
good deal will depend on how the case is handled.” 

The organizations that have joined with the Merchants’ 
Association through whose activity the reopening of the case 
was obtained are Associated Industries of Massachusetts, Balti- 
more Chamber of Commerce, Baltimore Canned Food Exchange, 
Binghamton Chamber of Commerce, the Manufacturers’ Asso- 
ciation of Connecticut, Inc., New England Traffic. League, 
Philadelphia Chamber of Commerce, Chamber of Commerce of 
the Borough of Queens, Shippers’ Conference of Greater New 
York and Trenton, N. J., Chamber of Commerce. 

An exhibit has been prepared showing the effects of the 
rates set up under the Commission’s order. This shows that 
on shipments to Galveston and Houston, Tex., the rates from 
St. Louis have been increased in small amount on three classes 
of freight, but in no case more than 3% cents, while the reduc- 
tions on other classes of freight amount to as much as 32% cents. 

On the other hand, the rates from New York have been 
increased 47 cents on first class freight, while the only reduc- 
tion of any amount is 19% cents on class E freight. The rate 
on this from St. Louis has been reduced the same amount. 

The conference went on record as favoring the elimination 
of rule 77 when the intermediate rules are incorporated in the 
railroad tariff. 

F. A. Parker, chairman of the committee on split deliveries, 
reported that the Shipping Board would hold a public hearing 
on the split delivery question on November 7 in the rooms of 
the Merchants’ Association. 


S. E. ADVISORY BOARD 


While the net volume of business in the southeast has been 
running under the level of 1927, it is expected that the fourth 
quarter of 1928 will show a considerable increase over the cor- 
responding period of last year, according to reports presented 
to the twenty-third regular meeting of the Southeast Shippers’ 
Advisory Board at Biloxi, Miss., September 7. It was estimated 
that the requirements for October, November and December 
Would be 1,099,296 cars, as compared with 1,053,106 cars actually 
loaded in the same period of 1927, or an increase of 4% per cent. 

Increases predicted were in alcohol, cement and machinery, 
4 per cent; aluminum, 28 per cent; chemicals and explosives, 
iron and steel, slate, petroleum and products, pulp, paper and 
Products, 10 per cent; lumber and forest products, 4 per cent, 
and miscellaneous commodities, 5 per cent. 

Decreases predicted were in coal and coke, 5 per cent; 
Naval stores, 10 per cent; textiles, 4 per cent; while move- 
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ments of brick, clay and products, sugar, syrup and molasses 
and crushed stone, sand, gravel and slag will be about the same 
as last year. 

Production was reported below normal by the brick, clay 
and products; coal and coke; furniture; iron and steel; lumber 
and forest products industries; and above normal by the petro- 
leum and products people, and normal in all other lines. 

Markets were generally reported fair to good by all indus- 
tries, with indications pointing to improvement and distribution, 
based upon greater demand, showing signs of increasing. 

Normal stocks on hand were reported by all industries ex- 
cept in the furniture and iron and steel industries, which: re- 
ported stocks on hand below normal. 

Increased harvests were predicted in apples and other fresh 
fruits, 63 per cent; citrus fruits, 25 per cent; fresh vegetables, 
except potatoes, 2 per cent. A decrease of 20 per cent in pro- 
duction of sweet potatoes was estimated. 

Production of grain will be lower than last year in the 
southeast, although it is expected that the combined movement 
of grain and grain products will equal that of 1927. 

Movement of cotton will be 20 per cent heavier and cotton- 
seed and products 15 per cent heavier than in the last quarter 
of 1927. Fertilizer and materials will be 4 per cent greater. 

Shippers reported road haul and terminal service furnished 
by the railroads as satisfactory and car supply adequate, while 
the railroads reported that they were in a position to furnish 
the necessary facilities for the prompt and efficient movement 
of the increased tonnage anticipated. 

The general transportation situation throughout the United 
States was covered in a report by W. C. Kendall, manager, car 
service division, American Railway Association, Washington, 
D. C. 

S. L. Yerkes, vice-president, Grider Coal. Sales Agency, 
Birmingham, Ala., general chairman of the board, presided, 
assisted by Thomas J. Burke, commissioner, Charleston Traffic 
Bureau, Charleston, S. C., vice-chairman, and E. Del Wood, 
traffic manager, Chattanooga Manufacturers’ Association, Chat- 
tanooga, Tenn., general secretary. 

P. E. O’Dell, vice-president, Gulf, Mobile & Northern Rail- 
road; L. O. Crosby, president, Mississippi State Board of De- 
velopment, and B. E. Eaton, president, Mississippi Power Com- 
pany, were the principal speakers. Mayor John J. Kennedy 
welcomed the delegates to Biloxi. 

There was a registered attendance of 332. An amendment 
to the by-laws proposing three meetings a year instead of four, 
as at present, was lost. The next meeting will be held at Jack- 
sonville, Fla., December 7. 

Mr. O’dell’s address outlined a program to organize effort 
of the south to encourage industry. As a result of his talk, 
the meeting was temporarily resolved into a committee-of-the- 
whole, and an organization was formed, to be known as “The 
South Incorporated.” <A steering committee was appointed, in- 
cluding representative industrial and carrier officers, which will 
undertake to set up a framework to raise $500,000 annually for 
a period of 10 years. 


GREAT LAKES ADVISORY BOARD 


The Great Lakes Regional Advisory Board will hold its next 
meeting at the Hotel Winton, Cleveland, O., October 3. The 
notice states that it cancels all previous announcements that 
may have been made with respect to the date of the meeting. 
Chairmen and vice-chairmen of committees are requested to 
have all committee reports in the hands of the general secretary 
by September 22. 


N. ENG. ADVISORY BOARD 


Business conditions in New England will be discussed by 
the following at the tenth regular meeting of the New England 
Shippers’ Advisory Board at Bridgeport, Conn., September 21: 
Maine, Elliott Rogers, president, Associated Industries of Maine; 
New Hampshire, Harry A. Sleeper, traffic manager, Sullivan 
Machinery Company; Vermont, E. L. Olney, manager, Associated 
Industries of Vermont; Massachusetts, Col. Frederick H. Payne, 
president, Associated Industries of Massachusetts; Rhode Island, 
Richard B. Watrous, secretary, Providence Chamber of Com- 
merce; Connecticut, E. Kent Hubbard, president, Manufacturers’ 
Association of Connecticut. W. C. Kendall, manager, railroad 
relations, car service division, American Railway Association, 
Washington, will report on general transportation conditions. 
The report of the freight claims committee, eastern claims con- 
ference, will be presented by William King, freight claim agent, 
N. Y. N. H. & H., and the report of the freight station section, 
by W. C. McAlister, freight agent, N. Y. N. H. & H. The ex- 
ecutive committee and the railroad contact committee will hold 
a joint meeting September 20. A dinner for the board will be 
given, under the auspices of the Bridgeport Traffic Association, 
at 6:30 p. m., September 20. 


LISBON COAL ROAD 
The Commission, by division 4, will hear argument in finance 
No. 6754, construction of branches by Pittsburgh, Lisbon & 
Western, and No. 6755, control of Pittsburgh, Lisbon & Western 
by Montour, September 27. (See Traffic World, Sept. 8, p. 541.) 
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INTERCOASTAL CONFERENCE BREAK 


The Trafic World New York Bureau 


Serious internal troubles that have arisen in the United 
States Intercoastal Conference in the last few days have not 
only resulted in the cancellation of the special meeting of the 
member lines scheduled for White Sulphur Springs, W. Va., 
September 17, but threaten the conference itself, as it is feared 
a disastrous rate war may be precipitated by several of the 
lines resigning. 

That the situation is serious is seen in the last-minute can- 
cellation of the meeting despite the arrival in New York of 
several prominent Pacific coast intercoastal leaders on their 
way to attend. Other Pacific coast leaders on their way to 
White Sulphur Springs were notified to proceed directly to New 
York, where Atlantic and Pacific coast leaders will meet next 
Monday to try to patch up the latest differences and carry out 
the meeting in West Virginia later. 

The latest of the many troubles facing the conference is 
reported to be a threat on the part of the Dollar Line to resign 
from the rate regulatory body unless the American-Hawaiian 
Line, also a conference member, reconsiders its abrogation of the 
$9 minimum transshipment rule and its plan to meet any direct 
north Atlantic Far East rates. If the American-Hawaiian stands 
by its decision it is feared the Dollar Line will withdraw. Two 
other leading companies, the Panama Pacific and Transmarine 
Lines, already had notified the conference of their intention to 
resign November 1. The present outlook is called far from 
bright, as, with three lines entering the non-conference field, the 
rate structures of the remaining conference lines would be seri- 
ously affected. 

Pacific coast reports that the Dollar Line actually had re- 
signed from the conference were not accepted as final, as it is 
understood that R. Stanley Dollar, executive president, who 
arrived here Monday from San Francisco, conferred with Roger 
D. Lapham, president, and E. P. Farley, vice-president, of the 
American-Hawaiian Line, and will continue to meet them until 
next Monday in the hope the two lines can get together. 

The Virginia meeting had been called to discuss various 
difference that have arisen in the conference in its brief exist- 
ence of a little more than a year. It was hoped the meeting 
would also result in the Panama-Pacific and Transmarine Lines 
reconsidering their resignations, which were brought about by 
general dissatisfaction with conditions. 

Prominent among the Pacific coast representatives who will 
attend Monday’s meeting in New York are Mr. Lapham; John 
E. Cushing, vice-president of the American-Hawaiian Line; 
Charles L. Wheeler, vice-president and general foanager, and 
J. C. Strictmacter, traffic manager of the McCormick Line; 
Daulton Mann, general manager of the Panama Mail Line; 
Frederick Fenwick, manager of the Nelson Line; A. T. Ham- 
mond, general manager of the California and Eastern Line; 
C. W. Cook, of the Gulf Pacific Line; C. H. Chandler, of the 
Arrow Line; H. M. Runyon, Pacific Coast representative of the 
conference. 

Efforts were to have been made at the general meeting of 
representatives of the intercoastal lines to be held September 
17 at White Sulphur Springs, W. Va., to compose the differénces 
that have arisen among the member lines in recent months. 

Attention was being focused in the meantime on the effort to 
persuade the Panama Pacific and Transmarine lines to remain 
inside the conference, and while it was hoped the efforts would 
be*successful, members of the conference admitted the situation 
was serious, and the head of one Group A freight line was quoted 
as stating that he saw breakers ahead and that if the present 
grouping should fail the only way he would agree to come in 
again would be under a system of government control. 

The smaller lines have become dissatisfied lately with the 
results of the pooling plan which, it is asserted, works to the 
advantage of the Group A lines. Receipts of the B and C lines, 
it is stated, are Smaller than when they were operating outside 
of the pool. At the same time the heads of some of the A lines 
feel that contributions to the pool have failed to produce the 
expected results. 

Opponents of government control in the conference, however, 
were optimistic regarding the prospects of a settlement on differ- 
ences through the adoption of a new plan of allocation of cargo 
and sailings. A plan of zoning the territory east of the Missis- 
sippi and allocation of these zones to certain intercoastal steam- 
ship lines has been suggested by H. M. Runyon, Pacific coast 
representative of the conference. 

His suggestion is that all freight originating in territory 
east of the Buffalo-Pittsburgh line be allocated to lines operating 
out of North Atlantic ports. A second zone would include terri- 
tory west of this line and east of a line between Louisville, Ky., 
and Indianapolis through Michigan, which would be neutral. 

A third zone would be territory west of the last line, to be 
tributary to the Gulf, with the territory south of the Mason and 
Dixon lines to be divided between South Atlantic and Gulf ports, 
according to position. 

Unless the three lines that withdrew from the United States 
Intercoastal Conference returned to the fold and these difficulties 
as well as other probiems were solved at the September 17 meet- 
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ing, a rate war in the Panama Canal trade would ensue in th 
opinion of John E. Cushing, vice-president of the Ameri ‘ 
Hawaiian Steamship Company. a. 
In a statement, viewed as an ultimatum, Mr. Cushing 
strong conference advocate and supporter of the stabilize te 
and service policy, said: a 


From outward appearances the prospects for a successful oute 
of the intercoastal meeting at White Sulphur Springs, September! 
are not overly bright. Three lines have filed their four months’ noth 
of withdrawal from the conference, constituting one-quarter of i. 
present membership. Unless their difficulties can be composeq A. 
numerous other problems which confront the trade satisfactorit 
solved at the coming meeting the result can only be a disturbed ~4 
condition, comparable to that of 1923. =m 

The picture is brighter, however, when the conditions exist 
today are compared with those which faced the first general meeting 
of the trade at Hot Springs, Ark., almost two years ago. Today ng 
the lines operating regularly in the trade, eleven are members of ‘n 
conference, and five are not. At the time of the meeting at Hor 
Springs six lines were members of the conference and eight ion 
operating outside of it. For four years the trade tried unsuccessful}; 
to find some basis which would satisfactorily solve the differences j, 
speed and service between the various lines and make possible pon 
reasonable stability of rates. = 

When the lines met in January, 1927, all of them, conference and 
non-conference alike, approached this problem along broad lines 
burying their individual differences, and in a week they laid the 
foundation for an agreement which, from the standpoint of the Breat 
a of the present conference membership, has worked satis. 
actorily. 

At the same time they recognized the irresponsibilities and obj. 
gations to the shipping public of both coasts by setting up a neutra| 
rate-making machinery, under the guidance of R. C. Thackara, one 
of the most competent of the intercoastal executives. , 

_Tremendous progress has been made under his leadership and 
while it cannot be denied that much remains to be done and that the 
conference has not succeeded in solving all the problems of the indi. 
vidual lines, a strong foundation has been laid for the White Sulphur 
Springs meeting, which had to be created when the conference was 
originally formed. 


OVERSEAS FREIGHT RATES 


The Trafic World New York Burey 


Full cargo rates have continued quiet but firm in the last week, 
Demand for space has been limited but previous chartering 
activity had removed most of the surplus vessels from the market 
with the result that the limited supply prevented a recession in 
rates. It is generally expected that a revival in business will 
take place within the next several weeks and that activity will 
be maintained throughout the winter. Ship owners are reluctant 
to offer their vessels for future chartering at the current rate 
level in anticipation of better conditions later. 

No radical changes in the market situation are looked for. It 
is believed that purchasing of grain for shipment abroad will in- 
crease gradually in the immediate future. Sufficient tonnage 
is available to care for any normal advance in shipments. 

Full cargo rates paid in the last few days have averaged 
12 cents per 100 pounds for September loading from Montreal 
to Antwerp or Rotterdam; 13 cents to 14 cents to Hamburg or 
Bremen and 16% cents to 17 cents to the Mediterranean. Rates 
for October are quoted at an advance of approximately 1 cent 
above these figures and rates for November at an additional 
1 cent per 100 pounds. These quotations apply to heavy grain. 

No material change has occurred in the coal markets. In- 
quiries are reported for space from Hampton Roads to South 
America at $3.50 per ton to Rio and the River Plate. Space to 
West Italy is still quoted at $2.35 per ton but without attracting 
the interests of ship owners. 

The lumber market is also quiet with quotations from the 
Gulf to the River Plate last half of October loading at $15.25 
per 1000 board feet. This moderate decline from the September 
level has caused a good many ship owners to turn their attention 
from this trade to more profitable routes. 

Changes in freight conference tariffs adopted in the past 
week are reported as follows: 

All tariff and conference contract rates have been extended 
through December 31, with the exception of the following 
changes, effective August 31: Provisions, rate increased from 
35 cents per 100 pounds to 55 cents per 100 pounds; vulcanized 
fiber, rate reduced from 85 cents per 100 pounds to 75 cents per 
100 pounds; metal seals, rate reduced from 35 cents per cubic 
foot to 30 cents per cubic foot; frozen meats, rate reduced from 
$2 per 100 pounds to $1.25 per 100 pounds. 

Reclaimed rubber interpreted to take same rate as scrap 
rubber of 50 cents per 100 pounds, effective immediately. 

Rate changes effective September 5 are as follows: Mat- 
ganese ore, in barrels, to base ports, i. e., Piraeus, Salonica, 
Alexandria and Constantinople, $10 per ton of 2,240 pounds; corn, 
oil, cocoanut oil, cottonseed oil, fish oil, soya bean oil and linseed 
oil to base ports mentioned above, $13 per ton of 2,240 pounds. 
The next regular meeting of the conference will be held o 
September 18. 

The Gulf Mediterranean Conference at its meeting in NeW 
Orleans on August 31 made the following changes in rates to 
French Mediterranean and North African ports: Cereals, in tins 
and/or cases, $10 per ton, weight or measurement; rubber scrap, 
in compressed bales, 50 cents per 100 pounds; pine lumber, $15 
per 1000 feet; hardwood lumber, 55 cents per 100 pounds; cedar 
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“THE CATBIRD” is one of the 


most important trains in the fleet of 61 <i 


named Pennsylvania freights that have 
set remarkable records for regularity 
and dependability of on time arrival. 
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A freight that Hlies ona in all seasons 


ost birds go North in summer 
Mana South in winter, thereby 
escaping extremes of heat and cold— 
and spending most of their time in 
song and sunshine. 

But “The Catbird,” a big Penn- 
sylvania freight, travels no such path 
of roses. For in all seasons, in all sorts 
of weather this hard-working train 
leaves Norfolk every night and runs 
up the Eastern Shore of Virginia via 
Wilmington, Delaware, to New York 
City carrying Southern merchandise 
and produce to the markets of the 


East and North. 


Food—Tobacco— Raw Materials 
—for Northern Homes 
and Industries 
No ancient caravan carrying wealth 
from India or China ever brought a 
richer treasure than that entrusted 


daily to the care of “The Catbird.” 


For to fill this big train the South- 
land has yielded up its riches... 
fresh, green vegetables, ripening fruits 
and other foods to round out the 
menu of many Northern tables. To- 
bacco, too, finds a place on “The 





Here are three other Penn- 
sylvania freights whose reg- 
ular on time arrivals have 
earned them distinctive 
names: 





‘“‘THE BLUE GOOSE’”’ 
Perishable—Merchandise 
Seaboard Cities to Buffalo 


‘“‘THE ORIOLE’”’ 
Perishable Freight 
(From Southern States) 
Washington to New York 


‘“*‘THE EAGLE’”’ 
Perishable—Merchandise 
Cleveland to Seaboard Cities 











Catbird”—and raw materials used in 
many Northern industries are part of 
its cargo. 

Important cargoes such as these 
must reach their destinations on time. 
That they may do so “The Catbird” 
is run by competent train crews and 
guarded en route by hundreds of men 
whose job it is to get the big freights 
of the Pennsylvania through promptly 
on schedule. 

So well have these men performed 
their task that for many months “The 
Catbird” has kept its schedule regu- 
larly and dependably—a long record 
of on time performance. 

Efficient cooperation and a realiza- 
tion of the importance of delivering 
goods to consignees on time have 
combined to make “The Catbird” 
one of the most dependable freight 
carriers in the Pennsylvania service. 


PENNSYLVANIA RaILROAD 


Carries more passengers, hauls more freight than any other railroad in America 














602 


pencil slats, 65 cents per 100 pounds; lead shavings, $9 per ton 
of 2,240 pounds; rope socket metal, $9 per ton of 2,240 pounds. 

Rate on corrugated paper boxes, knocked down flat, to Adri- 
atic ports, was changed to $18 per ton, weight or measurement. 

Reports from the Pacific Coast indicate that efforts are being 
made by members of the Intercoastal Conference to induce the 
Isthmian and Argonaut lines to abandon the split delivery plan 
so that it may not be necessary to press the matter before 
Shipping Board at the hearing next month in Washington. 

The Luckenbach Gulf Steamship Company, which has been 
quoting reduced rates on shipments from Gulf ports to the North 
Pacific since the dissolution of the Gulf Intercoastal Conference, 
has announced that these reductions will be effective until 
October 31. It had been planned to discontinue the reductions 
on September 30 in expectation that the rift in the conference 
would be healed by that time. 

Andres Gomez H., consul general of Colombia, announces for 
the general information of shippers and steamship companies 
doing business with the Republic of Colombia that henceforth 
it will be necessary to present with each set of consular invoices 
one copy of the corresponding bill of lading which is to remain 
in the permanent files of the consulate general. 

The Merchants’ Association has been advised by the Depart- 
ment of Commerce that the enclosure inside wrappings or con- 
tainers in which merchandise is put on sale of any coupons, 
bulletins, stamps, countermarks, post cards, engravures, printed 
matter, or any other object foreign to the merchandise, is pro- 
hibited by Cuban presidential decree of July 21, 1928, applicable 
to concerns now engaged in such practices within sixty days 
after promulgation. Provincial governors are authorized to con- 
tinue to grant permission to industrial houses to offer premiums 
or bounties on merchandise in return for a given number of 
coupons, etc., or to offer as presents, post cards or other printed 
matter, under condition that these are placed on the exterior 
of the package or wrapping and in such a way as to facilitate 
their inspection by the authorities. Violation of this law is 
punishable by a fine of fifty dollars and the revocation of the 
permit. 


CONSOLIDATION REPORT DENIED 


Chairman O’Connor, of the Shipping Board, has issued a 
statement denying reports that the board has under considera- 
tion the question of consolidating the America France, Ameri- 
can Diamond and Yankee lines, now operated for the board. 
Said he: 


Somebody is talking without authority. I am sure it is not the 
United States Shipping Board or the Merchant Fleet Corporation. 
Recent articles appearing in the press regarding the American Dia- 
mond Line services are not official and have no foundation in fact. 
The United States Shipping Board has made no decision nor has it 
under consideration the consolidation of the American Diamond Lines 
with any other services. 

For the past few months Mr. J. E. Dockendorff, president of the 
American Diamond Lines, has conducted negotiations to bring about 
harmony with the foreign lines in the Antwerp-Rotterdam trade, and 
We are well pleased with the manner in which they have been con- 
ducted. Mr. Dockendorff recently returned from Europe and, after 
discussing it with me and other United States Shipping Board officials, 
has again sailed for the purpose of taking further steps in the ne- 
gotiations which we are looking forward to his bringing to a suc- 
cessful conclustion. 

We are fully aware of the losses due to the great fight now being 
waged in these services, and I wish to go on record that the United 
States Shipping Board is standing squarely behind the American 
Diamond Line in its struggle for a proper share of the business. 


® OCEAN MAIL CONTRACT 


The Postmaster-General has accepted the bid of the Oceanic 
Steamship Company of San Francisco for the transportation 
of the mails from San Francisco to Sydney, Australia. 


NAVIGATION SEASON ON LAKES 


The necessity has arisen for the government of the United 
States to determine seasonally and announce for the informa- 
tion of all concerned when the ports and routes on the Great 
Lakes are considered opened or closed for safe navigation, ac- 
cording to an announcement of Chief Coordinator H. C. Smither. 
A conference has been called for September 20 at the office of 
the coordinator to consider the nature and extent of the interest 
of the government in the matter. The conference is for gov- 
ernment department heads whose activities relate to navigation 
on the Great Lakes. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
August 23-31, inclusive, was 201,864 cars, as compared with 
226,882 cars in the preceding period, while the average daily 
shortage was 8 gondola cars, according to the car service divi- 
sion of the American Railway Association. The surplus was 
made up as follows: 

Box, 105,953; ventilated box, 369; auto and furniture, 8,033; total 
box, 114,355; flat, 4,978; gondola, 26,168; hopper, 21,447; total coal, 
47,615; coke, 1,402; S. D. stock, 15,890; D. D. stock, 2,128; refrigerator, 
13,699; tank, 297; miscellaneous, 1,500. 

Canadian roads reported a surplus of 17,100 box, 300 auto 
and furniture, and 1,300 refrigerator cars. 
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In this department will be answered questions of both legal ang 
practical nature that confront — dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions ae Practical traffic 
problems. We do not desire to take the place of traffic man but to 
help him in his work. 

The right is reserved to refuse to answer in this department any 
question, legal. or traffic, that it may appear to us unwise to answer 


or that involves a situation too complex for the kind of investigation 
herein contemplated. 
Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 
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Routing and Misrouting—Erroneous Terminal Delivery 


North Carolina——Question: I am satisfied that the Com. 
mission has ruled either formally or informally on the question 
but I have been unable to locate such ruling and would therefore 
appreciate your opinion, as well as any citations you may locate 
on the following question: 

Shipment destined to X routed for A delivery, arrives at 
X via B. A and B have no track connection; can consignee de. 
many actual A delivery or may road B insist on making A de. 
livery by draying or otherwise, erring line assuming all cost? 

Answer: While we have been unable to locate a formal 
decision of the Commission specifically covering this question, 
there seems to be a plain. inference in the Commission’s Ton- 
ference Ruling 509 that the consignee may demand a terminal 
delivery on the line specified in the bill of lading. In the Con- 
ference Ruling referred to the Commission said: 


_ In case the consignee elects to accept the shipment at the ter- 
minal where delivery has been erroneously offered, rather than insist 
upon delivery at the terminal designated, the shipper or the con- 
signee is entitled to recover damages in the sum of the difference 
between the expense of drayage actually incurred, at a reasonable 
charge therefor, and the expense which would have been incurred 
if proper delivery had been effected by the carrier. 


Tariff Interpretation—Application of Intermediate Rule—Routing 
from More Distant Point Covers Intermediate Point 
Ohio.—Question: We send a good many less-carload ship- 

ments of meat and lard to points on the Big Sandy and Lex- 

ington branches of the Chesapeake & Ohio Railway, routing 

Pennsylvania, Circleville, N. & W., Kenova, and C. & O., and 

pay freight charges on basis of rates to and from Catlettsburg 

with maximum of the St. Paul rate to Big Sandy branch points, 

There are through rates published to these points from 
Pittsburgh, Pa., which are lower than the combination, and the 
question has come up as to whether or not the rates from Pitts- 
burgh would apply from Zanesville, O., as an intermediate point. 
We were advised at one time by the carriers that the Pittsburgh 
rates would apply and were cited to Jones’ I. C. C. 1534, sup- 
plement 19, as authority. We were later told this was not cor- 
rect, as item 300 in I. C. C. 1534 shows reference to P. R. R. 
tariff J. C. F. 1630, which specifies routing from Pittsburgh via 
Pennsylvania, Wheeling, B. & O., Huntington, and C. & O. 

The carriers discussed the matter for several months before 
stating the Pittsburgh rates could not be applied from Zanes- 
ville, O., in view of which we are inclined to think there is still 
a chance. We would appreciate your opinion in the matter. 

Answer: See, with respect to this question, the Commis- 
sion’s opinion in Hutchinson Produce Co. vs. A. T. & S. F., 92 
I. C. C. 115. In this case the Commission held that the restric- 
tions in routing covering the rate from the more distant point 
were applicable to the intermediate point. 

Tariff Interpretation 

Pennsylvania.—Question: Will you kindly give us your 
opinion of the following interpretation of Johanson’s 45 Q, 
tL. ©. ©. .2eat 

Item 3920, page 282, names various articles on which the 
rates in columns 60 and 190 apply, and specifies that ‘To make 
rates from points in the territories and groups shown in item 
1992, including Sioux City, Ia.,” combination rates are to be 
applied. We contend that by the phrase “apply combination 
rates” in this item it was intended to apply the combination 
of the respective class arbitraries named in item 1992 and the 
commodity rates named under column 60. The caption at the 
top of page 296 contains the following note: “Applies as a basing 
rate to be used only in connection with item 1992 for making 
rates from points in Atlanta-Knoxville, Birmingham-Chattanooga, 
Dayton-South Bend, Detroit-Cleveland, Louisville, Macon, Nash- 
ville and Pittsburgh territories.” 

The carriers are taking the stand that item 1992 does not 
apply on articles named in item 3920 because this item specifies 
“Apply combination rates,” and are applying the combination 
of the local rate from Pittsburgh to St. Louis, and the commodity 
rate under column 60. They have referred us to item 10, page 
13, but we do not feel that this strengthens their position any, 
as we have not been asking for the application of the through 
class rate. 

According to the carrier’s interpretation, the note at the 
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Every schoolboy knows the history of 
the famous “Pony Express” of the early 
sixties. 


—How the express riders and station 
keepers kept the lines of communication 
open, in the face of innumerable ob- 
stacles. 


—And how, the Spirit of “the Pony 
Express got the messages through! 


Today 


In this age of ever-increasing Speed 
. . . the same kind of spirit still pre- 
vails in the Transportation Industry. 


When Every 
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You Can Rely On 
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Dispatch 
Freight 


Preferred Attention! 
Attractive Rates 


Between Ohio and 
Indiana Points 


The 
“I. C. & E.” Traction Lines 
WM. R. HUFFER, Traffic Manager 
Springfield, Ohio 
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Shippings Between 
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Port of Houston 


and the 


Atlantic Seaboard 


Southern Steamship Company main- 
tains 2 sailings a week between 
Houston and Philadelphia. 


Morgan Line, one sailing a week be- 
tween Houston and New York. 


The Newtex Line maintains a weekly 
sailing between New York and 
Houston. 


This gives the shipper four sailings 
every week to and from the Port of 
Houston to points on the Atlantic Sea- 
board. 


Rail transportation to the Port is un- 
excelled, 18 railroads serving Houston. 


Facilities at the Port for handling 
your cargoes are unsurpassed. Rates 
are nominal. 


=) 


Send for the new 


PORT BOOK 
Copy is FREE 
Addeens 


DIRECTOR OF THE PORT 


5th floor, Courthouse 
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top of page 296, quoted above, would make the rates in column 
60 useless, as they are for use only in connection with item 
1992 and item 3920 prohibits the use of that item. 

Answer: In our opinion, the reference at the top of page 
296 of Agent Johanson’s I. C. C. 1841, to item 1992, does not 
prevent the use of the rates on that page as basing rates to 
which local or proportional rates to St. Louis, etc., may be 
added for the construction of combination rates, as authorized 
in item 3920. This for the reason that item 1992, so far as its 
use in connection with commodity rates is concerned, is gov- 
erned by the provisions of the individual items, in this instance, 
item 3920, which item provides that combination rates are to be 
applied on the commodities named therein. In other words, the 
reference on page 296 to item 1992, amounts only, in this in- 
stance, to a cross reference to item 3920, which item provides 
the basis to be applied in constructing rates from points in 
defined territories to the points of destination named on page 
296. In item 1992 the following provision is carried with respect 
to the basis for commodity rates from defined territories: 


Subject to the exceptions provided in Notes 1 to 12 inclusive, 
basis for commodity rates from points in Atlanta-Knoxville, Birming- 
ham-Chattanooga, Chicago, Cincinnati, Davenport, Dayton-South 
Bend, DesMoines, Detroit-Cleveland, Estherville, Louisville, Macon, 
Milwaukee, Minneapolis-St. Paul, Nashville and Pittsburgh terri- 
tories, including points in Kansas groups 1, 2 and 3, and Sioux City, 
la., are those authorized in individual items in this tariff. 


Freight Charges—Collection of by Carrier on Returned 
Shipments 

Illinois —Question: Is there any legal way to collect charges 
through railroad company when returning entire freight ship- 
ments of merchandise on which we have paid freight charges 
and wish to collect same when returning the merchandise? 

Please note that many shippers will receive returned mer- 
chandise, but will refuse to pay freight charges paid by the 
consignee at destination. 

Answer: Unless a carrier under its published tariffs un- 
dertakes to collect freight charges on returned shipments, this 
obligation cannot, in our opinion, be imposed on a carrier. Such 
an undertaking is in the nature of a C. O. D. collection, as to 
which collections it is well settled that there is no common law 
duty devolving on an express company or common carrier to 
act as collecting agent of the shipper, such obligation arising 
only by contract, express or implied, and being one which the 
carrier may enter into or refuse at its option. 


Notice of Claim—Carrier by Water 


Ohio.—Question: A firm in Lima recently received a ship- 
ment of fruit and vegetables from Seattle, Wash. Shipment 
moved on a through bill of lading and on a through rate via 
Dollar Steamship Company, Seattle, Wash., to Baltimore, Md., 
thence rail to Lima. 

Claim for shortage of ten cases was filed with delivering 
carrier, who declined claim, saying that records indicated ship- 
ment checked short at Baltimore from the steamship company, 
and claim would have to be filed with steamship company. 

Clause on back of through bill of lading states claims must 
be filed with steamship company within ten days, which time 
has expired, due to fact claim was originally filed with deliver- 
ing rail carrier for shortage. 

Will you please advise if delivering carrier should not have 
adjusted this claim or handled with the steamship company so 
as to have protected claimant, in view of the fact that shipment 
moved on through bill of lading from point of origin to destina- 
tion? Also advise if the limitations as to time limit on bill of 
lading under the circumstances would hold good. 

Answer: It has been held in numerous cases that a provi- 
sion in a bill of lading issued by a carrier by water requiring 
notice of loss or damage before removal of the goods from a 
wharf, or notice of claim within a given period of time, is a 
valid and enforceable provision, provided it is reasonable. The 
Queen of the Pacific, 180 U. S. 49; Ikuno vs. Morris & Co., 22 
Fed. (2d) 140; The Commercial Guide, 24 Fed. (2d) 868; The 
Sagadahoe, 291 Fed. 920. 

However, where shipments move via a carrier by water in 
connection with a rail line, it does not appear that such a pro- 
vision in the steamship bill of lading is a reasonable provision. 

Furthermore, it has been held that initial and terminal car- 
riers are agents for each other and notice to one is notice to 
the other. Rubin vs. Northwestern R. Co. of South Carolina, 130 
S. E. 549; Overton vs. C. R..I. & P., 160 S. W. 111; Gulf, etc., 
R. Co. vs. Bogy, 178 S. W. 577; Olson vs. R. Co., 250 Fed. 372. 

Under this principle the notice given to the rail carrier 
would be notice to the steamship company. The principle is 
applicable, in our opinion, if, as appears to be the case, the 
shipment moved under an arrangement for a continuous carriage 
or shipment. As to what constitutes 4 common arrangement 
for a continuous carriage or shipment, see Levy vs. Old Domin- 
ion S. C. Co., 154 N. Y. S. 227, and Mutual Transit Co. vs. U. S., 
178 Fed. 664. In the case first referred to it was held that: 


Under Interstate Commerce Act Feb. 4, 1887, c. 104, sec. 1, 24 
Stat, 379 as amended by act June 18, 1910, c. 309, 36 Stat. 544 (U. S. 
Comp St. 1913, sec. 8563), providing that the act shall apply to any 
common carrier engaged in the transportation of passengers: or 


property wholly by railroad, or partly by railroad and partly by water, 
when both are used under a common contract, management,, or ar- 
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rangement in interstate or foreign commerce, section 20 of the act 
amended by Act June 29, 1906, c, 3591, sec. 7, 34 Stat. 593 ({; | 


Comp. St. 1918, sec, 8592), imposing on the initial carrier liabitit, 
for damages to a shipment on the line of any carrier does me 
apply to a shipment by water and rail, where the steamship compan. 
by its bill of lading agreed to deliver to destination if on its line 
otherwise to deliver to another carrier, and there was no evident 
of any common arrangement between the steamship company and the 
railroad company, or even that there was a joint through rate, . 


Again, if the shipment moved under an arragnement for 
continuous carriage or shipment, it would appear that the Dro- 
visions of the Cummins amendment, i. e., section 20 of the inter. 
state commerce act, are applicable thereto, and under the Dro. 
visions of paragraph 11 thereof, the time within which a Claim 
must be filed with the carrier could not be less than four months 
in accordance with the following provision: ‘ 


Provided further, that it shall be unlawful for any such commo; 
carrier to provide by rule, contract, regulation, or otherwise a shorter 
period for giving notice of claims than ninety days, for the filing of 
claims than four months, and for the institution of suits than two 
years, such period for institution of suits to be computed from the 
day when notice in writing is given by the carrier to the claiman 
that the carrier has disallowed the claim or any part or parts thereof 
specified in the notice. ’ 


Paragraph 1 (a) of section 1 of the interstate commerce ac; 
provides that the provisions of the act apply to the transporta. 
tion of passengers or property partly by railroad and partly 
by water, when both are used under a common control, manage. 
ment, or arrangement for a continuous carriage or shipment. 


Freight Charges—Liability of Consignor 


Virginia.—Question: Shipper “A” consigned on straight bill 
of lading from Virginia to consignee “B” located in Pennsylvania 
one car of furniture without signing the no recourse provision, 
Carriers at destination delivered this furniture without collect. 
ing the freight charges. Thirty days later, consignee “B” be. 
came insolvent and carrier filed bill for freight charges in the 
bankruptcy proceedings and 20 per cent of the freight charges 
were secured from this source. Shipper “A” had no notice of 
the delivery without collection of freight charges until six 
months later, when the carrier presented the bill for the re. 
maining 80 per cent of the freight charges. Is shipper “A” 
liable for this amount? 

Answer: We can locate no decision of the courts involving 
the liability of a consignor for the balance of freight charges 
where, under bankruptcy proceedings, a portion of the freight 
charges are collected from the consignee. However, inasmuch 
as, ordinarily, the person from whom the goods are received 
for shipment assumes the obligation to pay the freight charges, 
and his obligation is ordinarily a primary one, we are of the 
opinion that the consignor can be held liable, in the instant case, 
for the balance due. See L. & N. R. R. Co. vs. Central Iron and 
Coal Co., 265 U.S.59. See also Western Maryland Railway Con- 
pany vs. Cross, 123 S. E. 572, in which it was held that the 
fact that a federal statute forbids a carrier from relinquishing 
the possession of freight at destination without payment of 
transportation charges, does not save the consignor from his 
liability, unless he stipulates therefor in the manner provided 
in the uniform bill of lading. See also Chicago Junction Rail- 
way Co. vs. Duluth Log Company, 202 N. W. 24. 

Freight Charges—Liability of Notify Party 

Virginia—Question: Shipper “C” located in West Virginia 
forwarded on an order notify bill of lading, shipment of feed, 
to order notify “D” located in Virginia. “D” paid the draft and 
secured the bill of lading from the bank and received the ship- 
ment from the carrier. Some months later initial carrier noti- 
fied “D” that this shipment had been billed at an incorrect rate, 
resulting in an undercharge. They also advised that when they 
attempted to collect this undercharge from shipper they found 
that said shipper was insolvent. In investigating the matter, “D” 
found that shipper “C” was in business sixty or ninety days 
after movement of shipment and that carrier had ample time 
in which collect the undercharge before shipper “C” became 
insolvent. Is the consignee liable for this undercharge? 

Answer: In several cases it has been held that the notify 
party, or the assignee or purchaser of the bill of lading, is liable 
either for the entire amount of the freight charges or a part 
thereof uncollected, depending upon whether the case involves 
the recovery of the entire amount of the charges or an under: 
charge. See Wabash vs. Blumgarden, 180 N. W. 4438; Brown 
vs. A. C. L., 74 S. E. 754; Southern Railway Company vs. Collins, 
119 S. E. 833; Southern Flour & Grain Co. vs. S. A. L., 95 S. E. 
997; Pennsylvania R. Co. vs. A. J. Cameron & Co., 78 Pa. Super 
Ct. 497, and N. Y. N. H. & H. vs. Simpson, 110 N. E. 964. 

The contrary, however, is held in Union Pacific Railroad 
Co. vs. W. L. Stickel Lumber Co., 156 N. W. 1082, and Pennsyl- 
vania R. Co. vs. Townsend, 100 Atl. 855. 

In these cases the liability of the notify party and assignee 
or purchaser of the bill of lading is based upon the acceptance 
of the goods by that party. We know of no cases which hold 
that the consignee or order notify party is liable for charges 
unless he accepts the shipment. 

In L. & N. Railroad Co. vs. Central Iron and Coal Co., 265 
U. S. 291, it is stated that ordinarily the person from whom 
the goods are received for shipment assumes the obligation to 
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Following twenty years of closest contact with Traffic and Accounting Departments, and 
first-hand study of their peculiar problems, it is only logical that McBee should be the first to ‘build 
equipment—Desks and Filing Cases—designed especially for their use. 
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M‘Bee 
Vertical-Flat Filing Cases 


OMBINE the advantages of flat filing and 
vertical filing, for ready reference and 
maximum protection. 


Built in any desired formation to fit any avail- 
able floor space. An assembly within easy reach 
of the clerk makes contents of each drawer read- 
ily accessible . . . no time wasted on frequent 
trips between desk and filing cases. 


Convenient for filing tariffs, per cents and divi- 
sions, claim papers, temporary accumulation of 
waybills and all other letter-size documents. 

















THE M¢CBee BINDER CO. 


1218 HARTFORD BUILDING, CHICAGO, ILL. 
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ST --with OFFICE EQUIPMENT 
/ BUILT ESPECIALLY for 
© RAILROAD and COMMERCIAL 
TRAFFIC DEPARTMENTS 


cBEE: now brings to Traffic Departments specialized equipment which definitely meets the 
need for time-saving and floor-space economy. 



















































M¢Bee RATE DESK 


AVES floor space and time, and 
increases office efficiency by com- 
bining filing equipment and desk 

facilities. 


Rate and Revision men may use this 
desk as a file for per cents and divi- 
sions, tariffs, waybills, division sheets, 
5x8 cards, freight bills, and bills of 
lading, which always will be available 
for quick, convenient reference. 


In other departments, too, this desk is 
well adapted to conserving space and 
facilitating work of the clerks. 


WRITE FOR LITERATURE, 
SPECIFICATIONS, PRICES 
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pay the freight charges, and that his obligation is ordinarily a, 


primary one, and in P. C. C. & St. L. Ry. Co. vs. Fink, 250 U. S. 
577, it is stated that the weight of authority seems to be that 
the consignee is prima facie liable for the payment of the 
freight charges when he accepts the goods from the carrier. 

Notwithstanding the liability of the consignee for freight 
charges, it seems certain that under the decision in P. C. C. & 
St. L. Ry. Co. vs. Fink, 250 U. S. 577, and the decision in N. Y. C. 
& H. R. R. R. Co. vs. York & Whitney, 256 U. S. 406, “D” can 
be held liable for the freight charges. 

Demurrage—Computation of Free Time Where Shipment Han- 
died in Intra-plant Switching Service 

INlinois—Question: Referring to your answer to “Minne- 
sota” appearing on page 452 of The Traffic World of August 25, 
1928, subject: “Demurrage—Computation of Free Time Where 
Shipment Handled in Intra-plant Switching Service.” 

We believe you have overlooked the fact that when this car 
was ordered switched at 10:15 a. m. on August 6 it was ordered 
delivered to the M. St. P. & S. S. M., an entirely separate rail- 
road, and that had you given this feature due consideration, your 
answer would have been different. 

While the uniform demurrage tariff is participated in by 
both carriers in application, it is the separate and distinct tariff 
of each of such lines and must be applied to the cars, as they 
are handled individually by each line. In this instance the car 
was not ordered from one track in an industry on the N. P. 
to another track in the same industry of the N. P., but, on 
the contrary, was ordered to an entirely separate and distinct 
line, and when it was received by the M. St. P. & S. S. M., it 
became subject to the tariff as applied by the M. St. P. & S$. S. M., 
and was entitled to 48 hours’ free time for unloading, computed 
from the first 7 a. m. after actual or constructive placement on 
the industry’s track. 

It is our view that in this particular instance the car was 
entitled to a period of 24 hours’ free time for reshipment on 
the N. P. and a separate free time period for unloading after 
delivery to the M. St. P. & S. S. M., and we would request that 
you kindly give this matter consideration and publish your 
further answer. 

Answer: While it may have been the intention to limit 
the application of paragraph 3 of section A of rule 2 to move- 
ments over a single line in a yard or industry, there is nothing 
in the wording of the paragraph which so limits its application. 

However, it seems reasonable that such movements be 
treated as reshipments and subject to the free time allowance 
you outline. 

Storage—Notice of Unclaimed Shipment 

INinois—Question: On page 1620 of June 30 issue of The 
Traffic World, in an answer to “Iowa,” you give an opinion as 
to storage charges on a shipment consigned to a party located 
25 miles from a railway station. In your final analysis you held 
in effect that the shipment was held for delivery and subject 
to ten days’ free time, account distance of the consignee from 
the station, or that in the application of rule 2, section B, notice 
of refused or unclaimed freight should be sent fifteen calendar 
days after expiration of the free time upon which storage 
charges are eventually based. 

When shipments are placed in transit it is the intent of 
the shipper for the delivery shown in the billing to be made, 
and the carriers hold themselves out to effect such delivery, and 
it is the exception rather than the rule for such shipments to 
be returned to the shipper. 


It follows that the carrier cannot be expected or required 
to anticipate refusal or non-delivery of a shipment and if is, 
therefore, necessary to treat these shipments as held for the 
delivery specified in the billing unless and until instructions to 
the contrary are received. 


From the foregoing it seems clear that the carrier has fully 
complied with the provisions of rule 2, section B, if notice of 
non-delivery of the L. C. L. shipment in question was sent im- 
mediately after the expiration of the fifteenth day following the 
ten day free time period contemplated. 


The ten day free time period referred to is specifically re- 
stricted in its application to such shipments “when hauled” and, 
since this shipment was not hauled, the ten days’ free time could 
not be allowed. 


We note you refer to this L. C. L. shipment as having been 
reconsigned rather than reshipped, and we think that in giving 
consideration to this question and referring to the Commission’s 
report in Chestnut Lumber Co. vs. Director-General, 89 I. C. C. 
236, you have overlooked the fact that the privilege of recon- 
signing L. C. L. freight is not as a general rule offered by the 
carriers in their tariff publication, and since the service of re- 
consigning is not generally authorized or given on L. C. L. 
freight, we do not understand that there is any basis for treating 
such a shipment as held for reconsignment. 

The advancing of inbound freight charges is authorized on 
a shipment forwarded to a new destination, regardless of 


whether the shipment was finally reshipped to the station at 
which it originated or to some other point. 

It seems clear to us that in this case the notice was sent 
in compliance with the provisions of rule 2, section B, and that 
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when the shipment was ordered reshipped it became Subject 
to the provisions of rule 3, section B, paragraph 2, and Subject 
to a period of twenty-four hours’ free time in the computation 
of storage charges, and the rules are being uniformly applicg 
on this basis by carriers throughout the country. 

Will you kindly give consideration to this matter jp the 
light of the foregoing and publish a further answer? 

Answer: In the answer to which you refer we expresgeq 
the opinion that the storage tariff does not authorize a carrie; 
to hold a shipment for fifteen days after the expiration of the 
free time allowed a consignee for removal of a shipment, before 
sending the shipper notice that the shipment is unclaimed, and 
at the same time compute storage charges on the basis of an 
allowance of the free time for a reshipment, i. e., 24 hours, 

If a carrier is warranted, as it is, in holding a shipment 
for 25 days before sending notice to the consignor that the 
shipment is unclaimed, we do not see how it can be contendeg 
that the consignor is not entitled to the benefit of the 10 days’ 
free time, for, if the carrier can properly consider the shipment 
as being held for delivery during this time in determining the 
date for sending notice to the consignor, in accordance with 
section B-1 of rule 2, the consignor, it seems to us, is entitled 
to this 10 days’ free time, and this regardless of whether the 
shipment is actually hauled. A period of 10 days’ free time js 
allowed the consignee therein within which to take delivery of 
a shipment if the freight is to be hauled over 20 and not over 
30 miles from the station. This 10 days’ free time is not the 
time within which the shipment must be hauled, but is the time 
which is allowed a consignee located at an interior or non-rajl- 
road point to take delivery who would have to haul a shipment 
that distance. 

The conclusions you have reached are tantamount to a hold- 
ing that only the consignee is entitled to claim the benefits of 
free time for unloading, although the storage tariff contains no 
provision to the effect that the subsequent disposition of a 
shipment determines the purpose for which ‘it is held. 


Routing and Misrouting—Carrier Must Follow Shipper’s Routing 
Instructions 

Massachusetts.—Question: We should greatly appreciate 
your opinion of the following question. 

A. carlot of goods was shipped from A to C via B, with 
routing via X Railroad, Y Railroad to B. The only delivering 
carrier party to this routing was the Z Railroad at B. 

There is a through rate from A to C via the X Y Z Rail- 
road. The shipment went forward at the through rate to des- 
tination, but on arrival the freight charges were assessed on 
the through rate from A to B and the local rate from B to C, 
this for the reason that the Y Railroad, through a supplement, 
ceased to be a party to the through route and rate. 

The billing clerk at point of origin billed the shipment as 
routed by us and at the through rate, although there was no 
through rate inserted in our bill of lading when offered to the 
railroad company. 

Does the waybilling of the shipment by the clerk of the 
initial carrier at the through rate, and the route as specified 
in the bill of lading by us, have the same weight as though the 
through rate was inserted by us on the bill of lading? We 
contend that in so waybilling they confirmed our routing at the 
through rate. 

Answer: In our opinion, the fact that a carrier’s agent in- 
serted a rate in the waybill covering the shipment, which rate 
did not apply via the route specified therein, does not make the 
carrier liable for the misrouting of the shipment covered by a 
bill of lading in which routing instructions, but not a rate, were 
shown by the shipper. In Philadelphia Quartz Company of 
California vs. Director-General, 95 I. C. C. 593, it was held that 
where certain routing was inserted in a bill of lading by the 
shipper at the solicitation of the carrier’s agent upon the as- 
sumption that a certain rate applied via that route, there was 
no misrouting on the part of the carrier, it being essentially a 
misquotation of a rate by the carrier’s agent, which is insuff- 
cient as a basis upon which to award reparation. 

While the facts in the instant case do not appear to be 
entirely similar to those involved in the case above referred to, 
there was, in each instance, a mutual misunderstanding on the 
part of the carrier and shipper as to the applicable rate. In this 
case the Commission said: 


Tariffs in effect at the time of movement named a rate of 34. 
cents from Livny to Los Angeles, applicable by way of the Southern 
Pacific to Oakland, thence Santa Fe, or by the Southern Pacific direct. 
At the solicitation of the agent at Livny and upon his assurance 
that this rate was applicable, complainant routed the shipment over 
the Southern Pacific to Fresno, Calif., thence Santa Fe to destination. 
This was for the purpose of affording the originating carrier a line 
haul. The usual routing was Southern Pacific to Oakland and 
Atchison, Topeka & Santa Fe to destination. The rate applicable by 
way-of Fresno was 93 cents, composed of fifth-class rates of 39 cents 
to Fresno and 54 cents beyond, and this was the rate charged. 
Reparation is asked in the amount of the difference between the 
charges based on the 34.5 and 93 cent rates. 

At the original hearing no evidence was introduced by com- 
plainant tending to prove intrinsic unreasonableness of the rates 
assessed. It there relied wholly on what it termed a tortious act 
of the carrier in soliciting this routing upon erroneous information, 
and cited Danzer & Co. vs. C. & S RR. Co, OL. C. C. 2 
support. But that case is not in point. The carrier there failed to 
observe the shipper’s routing instructions, whereas in the instant 
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case the prescribed routing was followed. This is essentially a mis- 
quotation of a rate by the carrier’s agent, which repeatedly has been 
held insufficient as a basis upon which to award reparation. Texas 
& Pacific Ry. vs. Mugg, 202 U. S. 242: Obear-Nester Glass Co. vs. 
M. P. Ry. Co., 41 I. C. C. 446; South Chester Tube Co. vs. M. K. & 
?. Hy. Co., 61. C. C. FH. 

The charge that complainant was coerced into prescribing the 
routing specified and was deprived of its freedom of choice is not 
borne out by the evidence. If the routing had been left open or the 
tariff routing and restrictions observed, complainant would have been 
protected in the lowest applicable rate between the two termini. 
The shipment was not misrouted. 


LUMBER SHIPMENTS 


Record shipments featured the lumber movement the week 
ended September 1, according to reports to the National Lumber 
Manufacturers’ Association from 825 of the country’s leading 
softwood and hardwood (units) mills, as compared with 856 
mills the week before. Total shipments reached 409,960,000 
feet, a new high for the year; production amounted to 362,046,- 
000 feet, varying slightly, based on mill averages, from the week 
before, while orders showed an appreciable increase, according 
to the same basis. 

Due to'the short week on account of Labor Day, lumber 
production, shipments and orders for the week ended September 
8 declined from the high level of the preceding week, according 
to reports received by the National Lumber Manufacturers’ Asso- 
ciation from 835 mills. Daily averages, however, in all three 
items show that the lumber movement is continuing at the high 
mark established within recent weeks. Production for the week 
under review totaled 323,959,000 feet; shipments, 344,719,000 
feet, and orders, 329,785,000 feet, as compared with 374,676,000, 
421,486,000 and 384,274,000 feet, respectively, for the preceding 
period, when 834 mills reported. Based on a five-day week, the 
current figures represent a considerable increase. The effect 
of the shutdown was particularly noticeable in the softwood 
mills. The West Coast Lumbermen’s Association reported pro- 
duction for 228 identical mills as 143,803,210, while the Southern 
Pine Association reported production for 188% units (150 mills) 
as 68,927,845 feet. 

The following table compares the lumber movement, as re- 
flected by the reporting mills of eight softwood, and two hard- 
wood, regional associations, for the two weeks indicated; 000’s 
omitted: 


Preceding 


Past Week Week, 1928 (Revised) 


Softwood Hardwood Softwood Hardwood 
Mills (€or wunits*)....... 504 404 492 423 
PVOGUCEIOR  occccwcccece 270,586 53,371 318,465 56,211 
errr re 288,370 56,349 360,885 60,601 
Orders (new bus.)...... 272,920 56,805 324,241 60,033 





*A unit is 35,000 feet’ of daily production capacity. 


TRAIN CONTROL DEVICES 


“Automatic train-stop and train-control devices are not per- 
fect,” said E. H. DeGroot, Jr., director of the bureau of signals 
and train-control devices of the Commission, in an address 
September 11 at Atlantic City before the signal section of the 
American Railway Association. 

“Neither are automatic block signals. Both, however, if 
properly installed and maintained, add greatly to safety of op- 
eration, and in the case of the train-stop and train-control sys- 
tems, provide an important automatic check against failure of 
the human element.” 

Mr. DeGroot reviewed the development of the methods em- 
ployed to make for safety of train operation. 

“These installations,” said he, “of train-stop and train-control 
devices have cost money—stockholders’ money—and the stock- 
holders are entitled to a return on this money. Also, the pas- 
sengers and employes are entitled to the protection which the 
devices were installed to give. If these installations are main- 
tained as they should be, and the discipline in connection with 
their operation is on the proper plane, there is no reason why 
the safety factor should not consistently be secured. Advan- 
tage should be taken, too, of every chance for more economical 
operation which these devices may offer through the possibility of 
avoiding stops, where this may safely be done, thus not only 
effecting a direct saving, but also lessening damage to equipment 
and lading, and increasing flexibility of operation. 

“Another way in which these expenditures may be cap- 
italized is through advertising. With a choice of equally good 
railroads, one of which is known to be equipped with train- 
control, it ought not to be hard to determine over which the 
patron will buy tickets for himself and his family. In this con- 
nection, it seems to me, that some of the equipped lines in 
competitive territory are overlooking something.” 


WHEAT CROP MOVEMENT 
The government estimate of September 1 of 259,233,000 bush- 
els for spring wheat production in Minnesota, the Dakotas and 
Montana, further emphasizes the heavy seasonal crop movement 
of the northwestern states now getting under way, says L. M. 
Betts, of the closed car section of the American Railway Asso- 
ciation, in a letter to carriers. In part, he said: 


not be overlooked that the same 


It should 


territory produces 
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large crops of corn, oats, barley, rye, flax and other grains, ay of 
which make demands upon transportation service of the railroads a 
this season. While the production of several of these grains consider 
ably exceeds wheat in volume, there is a much smaller proportion 
entering into transportation and, therefore, it is not necessary o 
quote detailed production figures. In the aggregate, however, the 
crop movement of other grains than wheat is considerable. Potato 
loading, also, is heavy at this season, although not requiring quite 
the same class of car. 

Last year with a crop slightly less than that predicted for this 
year, there was a record movement of spring wheat to northwestern 
markets during the month of September. This year the winter wheat 
movement was much more sluggish than usual, owing to the low 
market price of wheat. Such conditions decrease the efficiency of 
the grain car supply by reason of slow disposition and greater ac. 
cumulations at markets. If this same situation develops in the 
northwest, it is liable to bring about car service requirements in 
eg of last year even though the aggregate daily loading may 
e less. i 

All roads should continue to assist the northwestern lines jpn 
maintaining an adequate supply of box cars for this service. The 
principal originating roads are the Great Northern, Northern Pacific 
Cc. M. St. P. & P., C. & N. W., Soo Line and M. & St. L. All of the 
roads south of the Twin Cities have direct obligations, as originating 
carriers to some extent and as bridge lines for traffic out of that ter- 
minal, and their box car equipment should be kept moving home 
promptly. 

Please continue to give prompt movement to cars of 
ownership, particularly of those concerned in this traffic. 


COAL PRODUCTION AND SHIPMENT 


Production of bituminous coal the week ended September 
1 was estimated at 9,483,000 net tons by the Bureau of Mines 
of the Department of Commerce. Compared with the output in 
the preceding week, this showed an increase of 207,000 tons, 
Anthracite production was estimated at 1,807,000 net tons, an 
increase of 76,000 tons as compared with output in the preceding 
week. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended September 2 totaled 1,318,256 net tons, as com- 
pared with 1,279,865 tons the preceding week. Anthracite 
shipped from Lake Erie ports totaled 43,530 net tons, as com. 
pared with 15,444-ton the preceding week. ; 

Tidewater bituminous coal shipments the week ended Sep. 
tember 1 from Hampton Roads totaled 344,381 net tons, of which 
195,219 tons were for New England delivery, and from Charles- 
ton, S. C., 558 tons for bunker use. 

Cars of coal forwarded over the Hudson to eastern New 
Yor kand New England the week ended August 18 were reported 
as follows: Bituminous, 1,919; anthracite, 3,438. 


western 





GRAPE SHIPMENTS 


With evidences of a record grape crop this year producers 
and shippers are being urged by the Bureau of Agricultural 
Economics of the Department of Agriculture to practice “careful 
grading and packing and wide distribution to prevent an un 
profitable season.” 

The total grape crop is forecast by the department at 
2,844,764 tons, as against 2,606,712 tons last year. Of this quan- 
tity, California will produce 2,538,400 tons of grapes of all classes 
compared with 2,406,000 tons in 1927. 

Reports from California, says the bureau, indicate that 
everything practicable will be done this season to limit the 
California carlot output to 65,000 or 70,000 cars, which would 
be considerably less than in 1927 or 1925, but about the same 
as in 1926. Severe competition is being met this year from 
rather heavy crops of peaches, pears, apples and other decidu- 
ous fruits, whereas last year these fruits were in relatively light 


supply. 


DUTY OF A TRAFFIC MANAGER 


In the Commercial News, of Los Angeles, Calif., appeared 
the following communication to the editor, signed “Anonymous : 


In reference to your subject for discussion on ‘‘what causes the 
most loss and damage claims?’’ I would like to say this: Why route 
a purchase order when the shipper always knows better than the 
receiver what railroad or steamship company to use? If this causes 
a Claim why not make the claim and forget it? What is the use 
of always harping upon prevention? A traffic manager is hired to 
make claims; so why not make them? It is our duty to gel the 
cheapest rate possible and let the carrier worry about paying th 
claim. 

F. A. Hooper, agent of the American Hawaiian Steamship 
Company, at Los Angeles, took his pen in hand and wrote the 
following reply: 


I have before me an article which you printed in your publication 
quoting an anonymous letter, evidently from someone who holds 4 
position as traffic manager, which, in my opinion, in this particular 
instance, is an “anonymous”’ title. — 

I don’t blame the individual for signing his communication 
“Anonymous,” as undoubtedly, if he had signed his true name an 
his employer had read his statement, ‘fa traffic manacer is hired 
to make claims, so why not make them? It is our duty to get the 
cheapest rate possible and let the carrier worry about paying the 
claim,’”’” he would have immediately received instructions to take an 
enforced vacation without pay. 

My only comment is that a traffic manager whose ethics are 0 
make claims and secure the cheapest possible rate is not qualified 
to even push a truck under the direction of what is today con- 
sidered a modern traffic manager. 

I don’t wish to start a controversy on this matter but I cannot 
stand by and permit a statement of this kind to go unchallenged. F 

“Anonymous” might have been able to fill his position 25 or 2» 
years ago but he certainly has no place in the picture today. 
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THE TRAFFIC WORLD 


“A Good Story 
about the ERIE” 


There is no substitute for service. In these days of 


quick turnovers and fast selling, shippers want deliveries, 


rather than claims and explanations. 


The Erie Railroad is modernly equipped for any trans- 
portation necessity, whether it be perishable freight, 
live stock, heavy bulk raw materials, small package 
merchandise, or any other class of freight, the Erie Rail- 
road has the equipment and the organization to handle 


it with satisfaction for the shipper and the receiver. 
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Personal Notes 





Charles B. Hesse, formerly traffic manager of the Chicago 
Lumber and Coal Company, St. Louis, has become traffic man- 
ager of the Northwestern Terminals Company, with two sub- 
sidiaries—the Ohio and Mississippi Transit Company and the 
Emerald Coal Company—at Evansville, Ind. 

A. O. Curth, formerly assistant general freight agent, Uni- 
versal Carloading and Distributing Company, Newark, N. J., 
has been appointed manager at Syracuse, N. Y. R. F. Schwin- 
deman, formerly manager at Columbus, O., has been appointed 
manager at Buffalo, N. Y. N. J. Braun, formerly office manager, 
has been promoted to manager at Columbus, O. 

Albert S. White died at his home in Minneapolis, Minn., 
September 7. He was general agent for the Merchants’ Des- 
patch at Minneapolis. Formerly he was connected with the 
Bee Line in Indianapolis and St. Louis, was freight agent for 
the Big Four, and later was general manager of the Erie Dis- 
patch. In 1897 he was made traffic manager of the American 
Tobacco Company at New York. He was 83 years old at the 
time of his death. 

Raymond J. Dundon has been appointed commercial agent, 
Erie, at Seattle, Wash. : 

J.°*M. Stuart, Jr., acting general freight agent, Seaview 
Avenue Industrial Railway, Bridgeport, Conn., will also act as 
car accountant in charge of car service and demurrage, and as 
freight claim agent in charge of freight claims. The title of 
E. L. French, acting secretary and treasurer, has been changed 
to acting secretary, treasurer and auditor. F. H. Ramsdell has 
been appointed assistant general freight agent at New Britain, 
Conn. 


DOINGS OF THE TRAFFIC CLUBS 


The Indianapolis Traffic Club held a “Stag Picnic” at 
Horseshoe Lodge September 13. Entertainment included a 
baseball game, contests, and dinner. 





T. B. Curtis, first vice-president and general chairman of 
the membership committee of the Associated Traffic Clubs of 
America, will speak on the educational program of the national 
organization at the banquet of the Transportation Club of 
Louisville in honor of the Ohio Valley Shippers’ Advisory 
Board September 18. 





A special train has been chartered by the Pacific Traffic 
Association to take care of its members, their families and 
friends on the occasion of the sixth annual picnic at Woodacre 
Lodge, among the Redwoods, in Marin County, September 23. 
Arrangements have been made for an orchestra and a caterer. 
The program includes games, sports and dancing. 





The Women’s Traffic Club of San Francisco held a meeting 
at the Women’s City Club September 13. J. F. Willis, assistant 
freight traffic agent, Panama Mail Steamship Company, spoke 
on “Common Carriers by Water.” 





The York Traffic Club held its regular monthly meeting at 
“Rafphs” September 13. The Rev. W. H. Traub, pastor, Christ 
Lutheran Church, spoke on “Service Versus Serve Us.” 





The Traffic Club of Wichita held a luncheon at the Wichita 
Club September 13. 





The San Antonio Traffic Club held its first meeting of the 
fall at the Y. M. C. A. September 10. 





The Traffic Club of Kalamazoo at a meeting September 4 
ratified the resolution with respect to political rate making, 
adopted by the Associated Traffic Clubs of America at San 
Francisco. Lester E. Weirs, traffic manager, Ryder Coal Com- 
pany, vice-president of the club, and George B. Bolender, traf- 
fic manager, Western Paper Makers’ Chemical Company, have 
been appointed delegates to the semi-annual meeting of the 
association at. Chicago, October 24 and 25. 


- 





The Traffic Club of Kansas City has appointed George L. 
Walker, traffic manager, Continental Oil Company, and George 
F. McGregor, Frisco, as delegates to the meeting of the Asso- 
ciated Traffic Clubs of America at Chicago. A dinner meeting 
will be held October 8 in honor of A. Lane Cricher, of the 
transportation division, Department of Commerce, Washington: 





The Traffic Club of Baltimore has appointed N. J. Elliott, 
special agent, Pennsylvania, and A. J. Brannen, general freight 
agent, Chesapeake Steamship Company, delegates to the meet- 
ing of the Associated Traffic Clubs of America at Chicago. 





The Cincinnati Traffic Club has appointed J. W. Flannery, 
traffic manager, Kroger Grocery and Baking Company, and J. A. 
Dolan, general agent, Erie, delegates to the meeting of the 
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Associated Traffic Clubs of America at Chicago. R. B. Phil 
lips, traffic manager, Procter & Gamble, and George w. Doll, 
general agent, T. & P., have been appointed alternates. . 








The Traffic Club of Denver will hold a dinner-meeting (¢ 
ber 5 in honor of A. Lane Cricher, of the transportation divi 
sion of the Department of Commerce, Washington. ‘ 








The Transportation Club of Louisville has ratified the rego 
lution pertaining to political rate making adopted by the Asso. 
ciated Traffic Clubs of America at San Francisco. 





At a meeting September 11, the Birmingham Traffic and 
Transportation Club ratified the resolution pertaining to polit. 
ical rate making adopted by the Associated Traffic Clubs of 
America at San Francisco. W. T. Turner, assistant freight 
traffic manager, Southern Railway, spoke on his impressions 
of the traffic course at the summer school of Harvard Univer. 
sity, which he recently attended. W. G. Kidd, general agent 
Wabash, has ‘been elected president of the club, and w. E 
Francis, U. S. Cast Iron Pipe and Foundry Company, has been 
elected secretary-treasurer. 





About a dozen members of the Seattle Transportation Cjyp 
attended the fall meeting of the Traffic Club of Tacoma at the 
Winthrop Hotel, Tacoma. The golf tournament of the Seattle 
club has been concluded. The A. F. Haines “perpetual trophy” 
was won by E. F. Fehnel, of the Pacific Car and Foundry (Cop. 
pany. Mr. Fehnel also won a leather golf bag. 





The Transportation Club of St. Paul held a “Great North. 
ern Day” meeting at the Union Depot dining room September 
11. Edward F. Flynn, assistant to vice-president, Great North. 
ern, spoke on “Know Your Railroad.” Entertainment and 
music was provided by the Oriental Limited Orchestra and the 
Great Northern Girl Singers. 





The Motor City Traffic Club (Detroit) will resume its 
monthly business meetings Monday, September 17, convening for 
dinner at 6:30 p. m. at the Fort Shelby Hotel. H. A. Harrington, 
arbitration secretary of the Detroit Board of Commerce, will 
speak on the subject of commercial arbitration, which is being 
employed extensively in Detroit. 


FACTORS IN RATE MAKING 


(Chicago Shipper) 

There is now pending before the traffic clubs of the country 
a resolution originating with their association which deals with 
political rate making. It points out what is being done under 
the Hoch-Smith resolution and also calls attention to the failure 
of the Senate to confirm the appointment of John J. Esch to 
membership on the Interstate Commerce Commission. 

A recent report in connection with the rates on iron and 
steel in the eastern territory deals at some length with the 
financial condition of that industry. The percentage earned 
on capitalization is shown, as well as the amount earned on 
common stock. The relationship of current assets to current 
liabilities is also made a part of the proceedings. While this is 
all quite interesting, it would seem entirely out of place when 
making freight rates, because if followed it can only lead to 
trouble. An industry which may be prosperous during a period 
of years thereby bringing about a _ substantial increase in 
freight costs may, by that very situation, be financially embar- 
rassed later on on account of having to pay more than its just 
share of the transportation burden of the country. It would 
seem that the old rate-making factor of value, bulk, claims, 
volume of movement, length of haul, minimum weight, etc, 
should not be entirely abandoned in fixing freight rates. 

It will be interesting to follow the traffic clubs’ discussion 
on this subject, as it may develop some new thought which 
will prove to be of permanent value. 


CONSOLIDATED BILL REPORTS 


Inquiry at, the office of Senator Fess, of Ohio, chairman of 
the sub-committee of the Sénate interstate commerce committee 
on railroad consolidation legislation, as to reports that a neW 
railroad consolidation bill was being drafted by the sub-com 
mittee, brought forth the statement September 12 that nothing 
had been done by the sub-committee and that Senator Fess 
planned to call a meeting of the sub-committee after the elec 
tion in November and just before Congress meets in December 
to consider the drafting of such legislation. j 

Senator Fess is a candidate for reelection, and is busy 2 
the conduct of his campaign in Ohio, according to the statement 
made at his office. 

The other members of the sub-committee are Senators 
Sackett, of Kentucky, and Smith, of South Carolina. 

There is pending before the Senate committee the Fess 
consolidation bill and the committee also has for its information, 
of course, the Parker bill that was favorably reported to the 
House at the last session of Congress. These bills may be used 
as a basis for the draft of a bill to be made by the sub-committee 
of the Senate committee. 
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Freight Rates 


Fortieth of a Series of Fifty-Two Articles on This Subject, Written for The Traffic World, 
by G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 
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University of Pennsylvania 


Western Trunk Line Territory—Part |V—Utah Territory 
Common Points 


South and west of the Colorado common point territory, 
discussed in the preceding article, is the Utah common point 
territory, centering around Salt Lake City and Ogden, Utah. 
Other points in Utah and adjacent states take rates the same 
or based on the Salt Lake City and Ogden rates. Stations in 
Utah and western Colorado are included in the territory. 

The points in Utah territory fall into two groups—the com- 
mon points and those taking arbitraries over the common or 
basing points. Important junctions, common or base points, 
include Salt Lake City, Ogden, Mounds, Colton, Springville, 
Manti, Midvale, Payson, Thistle, Helper, Magna, Warner, and 
Utah Railway Junction, Utah. 


Westbound Class Rates 


Utah rates are not always the same in both directions. 
Class rate scales are made from the same gateway groups in 
Central Freight Association and Western Trunk Line territories 
that are used in the construction of Colorado common point 
rates. 

These gateway groups include: 


Table No. 1 


(1) The Mississippi River 


CLASS RATES FROM GATEWAY GROUPS TO UTAH 
COMMON POINTS 


Rates in Cents Per One Hundred Pounds 


From Groups: 
ee (1A SSCS 


3 4 5 A B 
214 174 180 141 


37 
Peoria, Ill.— 

384 321 272 219 178 187 
Chicago, Ill.— 

398 335 277 223 192 
St. Paul-Minneapolis, Minn.— 

371 308 264 214 180 

223 182 192 


277 223 182 192 
Brookport, Metropolis and Mound City, Ill.— 
398 335 277 223 182 192 


1 2 
Mississippi River— 
iJ 30 


Missouri River— 
255 225 189 150 158 

Iowa Group A— 
315 266 234 195 156 164 

Iowa Group B— 
330 276 241 200 160 168 


Iowa Group C— 
344 205 165 173 133 


286 250 
Iowa Group D— 
297 258 210 169 177 138 119 

St. Paul Intermediate— 

St. Paul-Minneapolis rates observed as maxima. 
Mississippi River Intermediate— 

Mississippi River rates observed as maxima. 
Iowa Group A Intermediate— 

Iowa Group A rates observed as maxima. 
Iowa Group B Intermediate— 

Iowa Group B rates observed as maxima. 
Iowa Group C Intermediate— 

Iowa Group C rates observed as maxima. 





crossings; (2) Peoria, Illinois; (3) Chicago, Illinois; (4) St. 
Paul-Minneapolis, Minnesota; (5) Duluth, Minnesota; (6) Mem- 
phis, Tennessee; (7) the Missouri River crossings; (8) Iowa 
Group A; (9) Iowa Group B; (10) Iowa Group C; (11) Iowa 
Group D; (12) St. Paul Intermediate Territory; (13) Mississippi 
River Intermediate Territory; (14) Iowa Group A Intermediate 
Territory; (15) Iowa Group B Intermediate Territory; (16) Iowa 
Group C Intermediate Territory. 

Class rates are constructed from each of these groups to 
Salt Lake City and Ogden, Utah, and other points taking the 
same rates as these common points. These group rates are 
related to each other and each scale is, in turn, based on the 
Mississippi and Missouri River scales. The whole structure is 
predicated on the Colorado common point rate structure and on 
the St. Paul-Montana common points rate structure to be dis- 
cussed later. Table No. 1 illustrates typical group Utah com- 
mon points class rates scales and indicates their relationships 
to each other. 

Through group to common points rates are constructed by 
dividing points in Arkansas, Illinois, Indiana, Kansas, Michigan, 
Minnesota, Mississippi, Missouri, Oklahoma, South Dakota, 
- Tennessee, Wisconsin, and Wyoming into a number of groups 
designated by the letters D, E, F, G and H, respectively. These 








through rates are to be used in lieu of the gateway group rate; 
in connection with traffic destined to points in Utah wheneye, 
the lettered group to Utah common points rates are lower thay 
the gateway groups—Utah common point rates. 

Points in the states indicated are placed in the groups 
shown below: 


Arkansas, F or E; Illinois, E or D; Indiana, D; Iowa, F or p: 
Kansas, F or G; Michigan, D; Minnesota, E or D; Missouri, F, or EF: 
Nebraska, F or G; Oklahoma, F or H; South Dakota, E; Tennessee’ 
E; Wisconsin, E or D; Wyoming, F or G. P 


Table No. 2 indicates the relationships among these group 
class rates. 
General Commodity Rates 


General commodity rates are constructed from the gateway 
groups to Utah common points, related to each other and baseq 


Table No. 2 


WESTBOUND THROUGH GROUP CLASS RATES FROM 
LETTERED GROUPS TO UTAH COMMON POINTS 


Rates in Cents Per One Hundred Pounds 


Classes 
5 





on the Mississippi and Missouri River group rates, which, in 
turn, are based on the Colorado common point commodity rates, 
A few typical westbound general commodity rates applicable to 
Salt Lake City and Ogden Utah, and to points taking the same 
basis of rates are shown in Table No. 3. 


Miscellaneous and Specific Commodity Rates 


Miscellaneous and specific commodity rates are constructed 
from groups, specified points, or territories east of Utah to 
stations or groups in Utah taking the Ogden and Salt Lake City 
rates. Several typical miscellaneous or specific commodity rates 
are shown below: 


Cotton duck from the Mississippi River or Memphis groups, $1.1 
a hundred pounds. 

Glass and glassware from Bartlesville, Okmulgee and Tulsa, Okla- 
homa, and a few other Oklahoma points, $1.40 a hundred pounds, 


Table No. 3 


REPRESENTATIVE GENERAL COMMODITY RATES FROM 
GATEWAY GROUPS TO UTAH COMMON POINTS 
Rates in Cents Per One Hundred Pounds 
Miss. Pe- Chi- St. Mem- Mo. 

Commodity River oria cago Paul phis Riv. 
Bags or bagging 125 130 121 130 98 

Canned Goods: 
Minimum weight 40,000 pounds 109 112 116 109 116 92 
Minimum weight 60,000 pounds 95 98 100 95 100 a 

Animal or Poultry Feed: 
Minimum weight 36,000 pounds 82 84 80 84 
Minimum weight 50,000 pounds 69 71 67 71 
Furniture 2 241 244 237 244 

Iron and Steel Articles 

Specified: 
Minimum weight 40,000 pounds 113 119 
Minimum weight 80,000 pounds 95 
Paper and articles of paper... 115 
Wood pulpboard F ‘ , 97. 
Vehicles and vehicle parts 154 
Roofing and building materials 


Plaster stucco, from Springfield, Missouri, 61 cents a hundred 
pounds. 

Cotton fabrics, unfinished, froms Pine Bluff, Montecello and Mor- 
rillton, Ark., $2.58 a hundred pounds. 

Packing house products, from Oklahoma City, Okla., $1.59 4 
hundred pounds. 

Rags, in compressed bales, from Alton, Ill., and other East Mis- 
sissippi River crossings, 83 cents a hundred pounds; from Chicago, 
Ill., 90 cents a hundred pounds.? 


Rates from Beyond the Gateway Groups 


Class and commodity rates from points beyond the gateway 
groups in Western Trunk Line, Central Freight Association, 





1Supplements Nos. 14 and 17, Agent Boyd’s Freight Tariff No. 
120-D, I. C. C. No. A-1831. 











steel 





—— ee OE ee eee 


september 15, 1928 THE TRAFFIC WORLD 


Fast Freight Service : Mexico 


. . Through the Ports of Tampico 
silat Ses and Veracruz and the National 
ri: a Railways of Mexico 


STOUps J fi From Veracruz to: 
ae | , Mexico City 23 hours 
or E — é Pachuca- - 23 hours 
= ‘ - Puebla - - 20 hours 
group 
From Tampico to: 
ia PQ, AAG Mexico City - - 47 hours 
based S Pachuca- - - - 47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 

Weekly Services: New York (Ward Line) 


New Orleans (Cuyamel Line — Mexican- For complete information, communicate with 
American Line.) 
F.P. De tioyes, Gen. Agent G. B. my ch Bias gent 
1515 Penn Building 2195 xc g. 
Through bills of lading issued by New York City eee 


steamship lines to all destinations —F.N. Puente, Gen. Agt. A. Horcasitas, Com. Agt Com. Agt 
1 Monadnock Bld Whitney Bank Bldg. Ai Marquet Buil 
on the National Railways of Mexico Son Francisco, Cali a O° New Ortena, La. 6. - 


rleans, 


of 
Additional F acilities 


We take pleasure in announcing to the public the 
opening of a 


New Icing Station, Oct. 1, 1928 
at Peoria, Ill. 


This ice house, which enables us to render first 
class icing service for perishable freight, is but 
another reason for routing to, from, or via the 
Peoria Gateway. 


Route Your Bills of Lading Via Peoria, Illinois 


Inquiries solicited. Address E. F. STOCK, Traffic Manager 
Union Station, PEORIA, ILL. 


Peoria and Pekin Union Railway Co. 
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Table No. 4 










































d ADDED TO THE RATES APPLICABLE TO SALT LAKE CITY 
ee ne OTHER COMMON POINTS RATES 





AND OGDEN, UTAH, RATES oR 








Arbitraries in Cents Per One Hundred Pounds e 
Railroad Location Classes -—————————_________ 
Destination Point a 7 ; ; ry . ‘A — C - 7. Sl 
International and Tooele, Utah........ Tooele Valley RY........+-eeeeeeeeees 25 21 17 15 1f 12 9 7 6 5 
Warner and Marshall, Utah.......... eS Se a ere ee +4 o. = = 11 12 9 : 6 5 
; , 6 
, GIONDs ccesecsebins ets penven ane Bingham and Garfield Ry............-. tieain 4 6. Grain Products 5, and Cattle $11. ib oie ene. 5 4 
4 , . ' 11 9 9 7 4 4 4 3 
a ee ee Tree rT Bingham and Garfield. Ry ......0...60:0. ss. Arbitraries over Magee, Utah, rates. : 3 
i” ; 21 1 16 13 10 8 7 7 1 
Columbia, Utah. co occcccc 00ce cere ces Carbon County RY 2 .ccscccccccvccceese Guate & end Grate Products 4, over Mounds, Utah, rates, 7 D 
y 7 35 31 28 5 1 14 11 10 
Cheat Creek, Wtaie cscs ccvccccccccsess D. &R. G. W. BR. BR. 2 ccccccsccccosce Grain a _ Grain Products 7, over Cotton, = ee 8 
y 5 2 1 1 9 8 7 
ere rr ere eee ee ee D. BR. AW. KR. Rerrwovicsccsecvceess inten 8 —_ Grain Products 7, over rates to Thistle, Utah, 7 W 
. 25 1 1 11 1 9 7 6 5 
Sterling, Utah.........csccescseccscves Di & BR. GW. Ry Rec cciseciedsccciceves Over Manti, Utah, rates. 5 5 
< J Sz ie & B...... 9 5 21 1 5 15 9 8 7 
I JIPRUIR S56 Seb actertseesecnsweoes Los Angeles and Salt Lake R. R -— - = Products 11, over salt i Cee cand W 
i J TMT aps oo lee carts haa hnsaeneuslgs 14 13 11 10 4 { 
BStandardville, Utah.........00.0:0c000- Utah Ry... } Grain a RS a r 
Eastern Trunk Line, and Southern territories are constructed modity rates applicable to the common or basing points. [If T 
by combining proportional rates from the points of origin to the addition of arbitraries to the common point rates make 
the gateway groups to the rates from the gateways to the -lower charges than the through commodity rates published to W 
destinations in Utah. 


any of these destination points, the lower combination rates 


Through rates from Eastern territory east of the western may be used. 


termini of the eastern trunk line to Ogden and Salt Lake City, Table No. 4 represents rates to destination stations ip b: 
Utah, and points taking the same rates are constructed by Utah other than the common points made by combining the 
Table No. 5 bi 








BASING CLASS RATES, FROM PUEBLO, COLO. n 
Rates in Cents Per One Hundred Pounds 
To R. R. Location Classes ——————___.___ e 

1 2 3 4 5 A B C E F lI 
Ce EAE. COMO .s. .4.0:010'2 06.0000 50440080 i es Os SRS winged sib ilere ore aeieacs ale 52 44 37 31 23 26 18 16 13 9 
i TE, Cc vec 606 6cbescwscuwees Py & | & sere 119 106 94 71 52 52 47 46 3 31 
EE rrr errr re 8. 3 SD. A ae 127 110 98 72 53 53 48 47 32 32 

INN MOIS 9.5-5'0.056.6500000-00000060% =. S . & Se errr rere 129 112 99 73 54 54 49 47 32 32 te 
Creme JUNCTION, COlO. .....cccccce covece = > SS & errr rrr ee eee 204 181 161 110 87 87 69 65 44 44 
ge RE eer rr ere, ee fl Oe Ry ere 52 44 37 31 23 26 18 16 13 9 
Pyrolite, Colo... .cccccccvscccsccccoees ye ee AD rrr ery ee ree 54 46 38 33 24 27 18 16 13 9 


a 


applying the rates from the Chicago group as proportionals 
from Terre Haute or Washington, Indiana, to the rates to these 
basing points, where the combination of rates is lower than the 
combination of proportional rates to and from East St. Louis, 
Illinois; or by applying the rates from the Chicago group to 
Utah common points as proportionals from New Albany or 


rates to the common points, such as those shown in Table Nos. 
1 or 2 with the arbitraries shown in Table No. 4.3 

The common or basing points specifically used as basing 
points include: Salt Lake City, Mounds, Colton, Springville, 
Manti, Midvale, Payson, Thistle, Helper, Magna, Warner, and 


S 
a 
h 
Utah Railway Junction, Utah. 5 
1 
\ 
} 


Table No. 6 


BASING COMMODITY RATES, FROM PUEBLO, COLO., TO POINTS IN UTAH RATE TERRITORY 


Rates in Cents Per 
One Hundred Pounds 
Commodity Destination 


Sulphuric acid Leadville, Grand Junction, and Utaline, Colo 
Passenger and freight ifieee City, Colo ‘ 

automobiles Salida, Colo 
Sugar bags Grand Junction, Colo 


Brick, and fire clay Leadville, Colo 


Canon City, Colo 
Florence, Colo 
Buena Vista, Colo 
Canon City, 
Florence, Colo 


Fruita, Loma, Mack, and Utaline, Colo 


Railroad Location 


Canned goods 


Cement 


Benzol 


YT. 2 8. 
.& RG. 
, 2. & &. 
.& RG. 
.T. & 8. 
. & R. G. 
.T. & 8. 
. & RG. 
. tT. & 6. 
.& R.G. 
T. & S. 
. & RG. 
T. & S. 
.& RG. 





Jeffersonville, Indiana, or from Louisville, Kentucky, when such 
combinations make lower rates than the combination of pro- 
portional rates to and from East St. Louis.’ 


Basing Rates 


Alternative bases are provided for traffic destined to certain 
points in Utah or in Colorado west of Pueblo that may be used 











Rates to Other Utah Points 


Rates to stations in the Utah territory other than the com- 
mon points are made by adding arbitraries to the class or com- 





°*E. E. Boyd, Agent, Freight Tariff No. 120-D, I. C. cC. No. A-1831, 
Item No. 490. 


in the absence of through rates o# when the through rates are 
made by combining rates to and from the basing points. If 
the rates constructed through the use of the basing rates and 
the rates to the basing points exceed the rates to a more dis- 





3Supplement 17 and 14, and Section No. 4, I. C. C. No. A-1831. 


Table No. 7 


EASTBOUND THROUGH GROUP CLASS RATES FROM OGDEN AND SALT LAKE CITY, UTAH, TO LETTERED GROUPS 
Rates in Cents Per 


To Classes 

Groups 1 2 3 4 5 A B Cc E F 
SEE ERE eat Hee ee ee ee ae ee 336 279 227 187.5 192 155 133.5 101 86 
SE en eee a oe AS Re er ene ey er eer ere ere 298 335 277.5 223.5 182 192 152.5 129 96 81 
DONA cs e-ccuin Gi pie ealee eis anes x oi Roa od Neha UR Ese ee aas manasa 315 268.5 234 196.5 162 162 128 115.5 83 70.5 
Oe Ee ERS ee een eee anes coal «aE ee 315 268.5 234 196.5 162 162 128 108 83 70.9 
OE ET ORES ESS ee ee. | EE eo a eS ee een ee it eae a 315 268.5 234 196.5 162 162 128 108 83 70.9 





One Hundred Pounds 



























The man in search of a 
site for his plant finds at 
i}#Wilmington on the 
..| Delaware two things 
«| Fwhich he will find no- 
wé| [where else. 





., The first is this: the utmost and 
edo [/ whole-hearted co-operation of 
«in [banks, individual merchants, 
business groups, in helping the 
newcomer to build another 
“| EB industrial success in Wilming- 
“| ton. The unique “Personal 
‘| B Service’ which we developed 
vo. [| at our Terminal is, after all, 
i | but a reflection of that very 
spirit. 

The second is ‘“‘Diversity’’—of 
which we should like to tell 
you by letter or personally. 
Please address— 





Charles H. Gant, Manager 
Wilmington Marine Terminal 
Wilmington, Delaware 


‘| WILMINGION 
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42 Steamship Lines 


ARE SERVING THE— 









PORT OF 


MOBILE 


$10,000,000.00 Ocean Terminals 


COMPOSED OF 
Concrete Wharves 
Enclosed Fireproof Transit Sheds 
Extensive Shipside Fireproof Warehouses 
Cotton Compress and Warehouses 
Automatic Sprinklers All Buildings 


Electric Derrick, 75-ton Capacity 
Coal and Material Handling Plant 
Industrial Sites for Lease 
on Canal and Harbor Front 
Connecting with All Railroads 


SEND FOR PORT OF MOBILE BOOKLET 


*- ALABAMA - "ZY 
STATE DOC KS COMMISSION 


MOBILE, ALABAMA’ 4 
a J Se 
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tant destination taking the common point basis of rates, the 
latter are applied, and if the rates made on the basing point 
system result in higher rates than the rates in the same direc- 
tion from a point beyond taking Missouri River rates, the Mis- 
souri rates are applied.‘ 

A few class rates from the Pueblo, Colorado, Basing group 
are shown in Table No. 5. 

Basing commodity rates are also provided for the construc- 
tion of commodity rates based on Pueblo, Colorado, to be added 
to the rates to Pueblo to construct through rates, and to be 
applied in the same manner as basing class rates. A selected 
list of typical basing commodity rates are shown in Table No. 6. 
These basing rates are applied to intermediate points between 
the basing point and the stations to which rates are named. 


Transcontinental Rates as Maxima 


Class and commodity rates to Utah and points in other 
states in the Utah territory generally observe as maximum rates 
the rates published to La Grande, Oregon, or Lago, Utah. If 
the rates published to these points in Transcontinental terri- 
tory are lower than the rates to points in the Utah territory 
where reference is made to the observance of the transconti- 
nental rates as maxima, the transcontinental rates are applied 
to the destinations in the Utah territory.® 


Eastbound Rates 


Class rates eastbound from Salt Lake City and Ogden, Utah, 
and from other points in the territory taking the same rates, are 
constructed to the same gateway groups from which westbound 
class rates are made to Utah, and the class rates scales are 
the same eastbound as westbound, although published in a 
different agency tariff.° 

Class rates are also made for eastbound traffic from Utah 
common points to groups in Arkansas, Illinois, Indiana, Iowa, 
Kansas, Michigan, Minnesota, Mississippi, Missouri, Nebraska, 
North Dakota, Oklahoma, South Dakota, Tennessee, Wisconsin, 
and Wyoming. These groups are similar to but not identical 
with the westbound groups designated by the same letters, D to 
H, inclusive. The rate scales eastbound differ considerably 
from the westbound rates, as Table No. 7 indicates. 


Commodity Rates 


General and miscellaneous commodity rates are made from 
Utah common points to points in other territories or to gateway 
groups in much the same way as westbound commodity rates. 
There is a pronounced tendency, however, to blanket eastbound 
rates to all gateway groups instead of observing the relation- 
ships that are nearly always followed in connection with west- 
bound traffic, as shown in Table No. 3. Eastbound commodity 
rates to the Mississippi River, Peoria, Chicago, St. Paul, Duluth, 
Memphis, and Missouri River groups are blanketed in the cases 
of commodity rates on such items of Utah production as cotton 
bags, automobile shipping blocks, calcium arsenate, filtering 
clay, woolen blankets, fruits, talc, cattle, hair, strained honey, 
lead scrap, tallow, petroleum and petroleum products, potassium, 
sulphate of soda, crude sulphur, dried peas and crushed stone. 
Class and commodity rates eastbound from stations other than 
common or basing points are constructed by the addition of 
arbitraries to the common or basing points, in the same manner 
as westbound rates to these arbitrary points, and the same 
basing points are used.’ 

Basing class rates are provided from points in Colorado 
west*of Pueblo to be used in connection with proportional rates 
from that point to eastern points and groups. These rates cor- 
respond, in the manner of making and application, to westbound 
basing rates from Pueblo.’ 





4Section 5, Agent Boyd’s I. C. C. No. 120-D, Items 8700 and 8710. 

5See Agent Toll’s Transcontinental Tariff No. 1-B, I C. C. No. 
1184; No. 4-Y, I. C. C. No. 1188; and Agent Boyd’s Western Trunk 
Tariff No. 120-D, I. C. C. 1831, Item No. 410. 

*Agent Boyd’s Freight Tariff No. 188, I. C. C. No. A-1832. 

7Section No. 4, Agent Boyd’s Freight Tariff No. 188. 

Section No. 5, Agent Boyd’s Freight Tariff No. 188. 





CONDITION OF EQUIPMENT 


Class I railroads on August 15 had 154,055 freight cars in 
need of repair, or 6.9 per cent of the number on line, according 
to reports filed by the carriers with the car service division 
of the American Railway Association. This was an increase of 
2,188 cars over the number reported on August.1, at which 
time there were 151,867, or 6.7 per cent. Freight cars in need 
of heavy repairs on August 15 totaled 109,215, or 4.9 per cent, 
an increase of 794 compared with August 1, while freight cars 
in need of light repairs totaled 44,840, or 2 per cent, an increase 
of 1,394 compared with August 1. 

Locomotives in need of repair on Class I railroads on August 
15 totaled 8,827, or 14.9 per cent of the number on line. This 
was an increase of 517 locomotives compared with the number 
in need of repair on August 1, at which time there were 8,310, or 
14 per cent. Locomotives in need of classified repairs on August 
15 totaled 4,926, or 8.3 per cent, an increase of 344 compared 
with August 1, while 3,901, or 6.6 per cent, were in need of 
running repairs, an increase of 173 compared with August 1. 
Class I railroads on August 15 had 6,712 serviceable locomotives 
in storage compared with 6,982 on August 1, 
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Digest of New Complaints 





No. 20866. Indiana Bituminous Coal Operators’ Association ys B 
O. et al. Cross-complaint of defendant Chicago & Eastern ‘Mllin ‘ 
Cross-complainant asks joint through rates on coa| — 
mines in Indiana on its lines to Burlington, Ia., and just, reas . 
able and equitable divisions. ; ~~ 
No. 21206. Sub. No. 1. Wichita (Kan.) Chamber of Commerce et al 
vs. Santa Fe et al. ™ 
Allege that defendants charge class and commodity rates } 
tween points in Missouri on one hand and Kansas City and St 
Joseph, Mo., on the other, and between other points in Missour; 
applicable to intrastate Missouri traffic that are discriminatory 
and prejudicial to shippers at Hutchinson and Wichita, Kan. and 
preferential of Kansas City and St. Joseph, Mo., in violation of 
section 13 of the act; that defendants charge and exact class and 
commodity rates between St. Louis and other Mississippi River 
crossings and Ohio River crossings on one hand and Kansas City 
and St. Joseph, Mo., on the other, on traffic originating jn or 
destined to C. F. A., trunk line, New England and southern ter. 
ritories: that are discriminatory and prejudicial to shippers at 
Hutchinson and Wichita, Kan., and preferential of Kansas City 
and St. Joseph, Mo., in violation of section 3 of the act; algo that 
class and commodity rates between points in Indiana, Michigan 
and points in W. T. L. territory; also Memphis, Tenn., and 
New Orleans, on the one hand, and St. Joseph and Kansas City 
on the other, violate section 3. Asks rates for future. 
No. 21243. Sub. No. 6. W. F. Price et al., doing business as Clay 
op tad Auto & Oil Co., Vermilion, S. D., vs. C. M. St. P. & p 
et al. y 
Rates in violation of first three sections of the act, on petroleum 
products, from points in Texas, Oklahoma, Kansas, Arkansas and 
Missouri to Vermilion, S. D. Asks rates for future and reparation, 
No. 21272, Skelly Oil Co., Tulsa, Okla., vs. Santa Fe et al. 
Unreasonable rates and charges on common salt, from Lyons, 
ong and Sand Springs, Okla., to points in Texas. Asks repara- 
on. 
No. 21273. Webster & Hull, Jacksonville, Fla., vs. N. C. & St. L. et al, 
Unreasonable charges on stock feed, from Nashville, Tenn., to 
Jacksonville, Fla., reconsigned to Groveland, Fla. Asks repara- 


tion. 
No. i J C. King & Sons, Inc., Battle Creek, Mich., vs. Michigan 
entral. 

Unreasonable demurrage charges on clover seed, from points 
= _— to Battle Creek, Mich., and Landesville, Pa. Asks re- 
und. 

No. =" Western Burlap Bag Co., Chicago, Ill., vs. New York Cen- 
ral. 

Unreasonable charges on second-hand burlap bags, from Toledo, 
O., to Chicago, Ill., and Gary, Ind. Asks reparation. 

No. 21276. Artesia Alfalfa Growers’ Association, Artesia, N. M., vs. 
Santa Fe et al. yan 

Unreasonable charges on cotton ginning machinery, from Dal- 

las, Tex., to Artesia, N. M. Asks rates for future and reparation. 
No. 21277. Ira Casterline, Inc., South Ogdensburg, N. J., vs. Erie et al. 

Unreasonable rates on anthracite coal, from Pennsylvania mines 

to South Ogdensburg, N. Y. Asks rates for future and repara- 


tion. 
No. 21278. The W. M. Spencer Co., Kansas City, Mo., vs. Missouri 
Pacific et al. 

Unreasonable rates and charges on crushed stone, from Pixleys, 

Mo., to Williamstown, Kan. Asks rates for future and reparation. 
No, —- West Dudley Paper Co., West Dudley, Mass., vs. New 
aven. 

Unreasonable rates on wood pulp, from Boston, Mass., to West 
Dudley, Mass., via interstate routes. Asks rates for future and 
reparation. 

No. 21280. Gamble & Stockton Co., Jacksonville, Fla., vs. Atlantic 
Coast Line et al. 

Rates and charges in violation of sections 1 and 6 of the act, 
on crude shale, from Melville, Tenn. (now Daisy, Tenn.), to Dixs- 
ton, Fla. Asks rate for future and reparation. 


No. 21281. Acewood Petroleum Corporation, New York, N. Y., Vs. 
Santa Fe et al. 

Charges in violation of first three sections of the act, on pe- 
troluem lubricating oil, from Falling Rock, W. Va., to points in 
Washington, California and Oregon. Asks cease and desist order 
and reparation. 


No. 21282. The Colorado Milling & Elevator Co., Denver, Colo., vs. 
Southern Pacific et al. . 
Charges in violation of section 6 of the act, on grain and grain 
products, from Denver, Colo., to McNeal, Ariz., on transit billing 
originating at points beyond Denver. Asks that legal charges be 
applied in future and for reparation. 
No. “4 The Corn Exchange of Buffalo, N. Y., et al. vs. B. & 0. 
et al. 

Unreasonable rates on blackstrap molasses, from Baltimore, 
Md., Philadelphia, Pa., New Jersey and New York points to points 
in Pennsylvania and New York. Asks rates for future and rep- 
aration. 

No. _ — Oil & Refining Co. et al., Houston, Tex., vs. Santa 

e et al. 

Unreasonable rates on gas and internal combustion engines and 
compressors, carloads, from points in Missouri, New York, New 
Jersey, Ohio and Pennsylvania to points in Texas and from points 
in Oklahoma to points in Texas. Asks rates for future and rep- 
aration. 

No. —, ote Ranch Co., San Francisco, Calif., vs. Southern Pa- 
cific et al. 

Rates in violation of sections 1 and 8 of the act, on feeder cattle, 
from Radium and Cutter, Ariz., to Kingdon, Calif. Asks rates for 
future and reparation. . 

No. 21286. American Crate & Basket Co., Denver, Colo., vs. Missour! 
Pacific et al. 

Rate in violation of sections 1 and 3 of the act, on gum wood 
or basket material, from points in Texas and Arkansas to Grand 
Junction, Colo. Asks rates for future and reparation. 

No. 21287. W. J. Bailey Co. et al., San Diego, Calif., vs. Santa Fe et al. 

Unreasonable rates and charges on plaster, straight carloads, 
and in mixed carloads with plaster board and plaster retarder, 
from Arden, Nev., to San Diego, Calif. Asks reparation. 

No. 21288. Superior Zinc Corporation, Philadelphia, Pa., vs. Penn- 
sylvania et al. : 

Unreasonable rates and charges on zinc by-products, from Bris- 
tol, Pa., and points in Ontario, Tennessee, Georgia and other 
states to points in Delaware, Pennsylvania, West Virginia, NeW 
Jersey and other states. Asks rates for future and reparation. 
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Mexico’s Dependable Freight Service 
MEXICAN RAILWAY—VERA CRUZ ROUTE 


PACHUCA 
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MEXICO CITY Tate 
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HOURS OANATROAOGGAOOOGOERUOVNONGAUAUNNY, —WUNUURLUET seat 
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From VERA CRUZ 
, MEXICO CITY 
The Only Standard Gauge Line To! PACHUCA 


PUEBLA 


Shortest Line — Quickest Time 


Vera Cruz is the Nearest Port of Entry 


NEW ORLEANS 


CUYAMEL Y AMERICAN WARD 


WARD _LINE 


EUROPEAN LINES 


NEWYORK 


LINE 


EUROPEAN LINES 


HAVANA 


© Design 


WEEKLY SERVICES 


NEW YORK—Ward Line 
NEW ORLEANS—Cuyamel Line 
NEW ORLEANS—Vaccaro Line 


|23 Hours 


—20 Hours 


Through Bills of Lading Issued by Steamship Lines to All Destinations on Mexican Railway. 
MEXICAN RAILWAY COMPANY 


G. W. WEST, General Freight and Passenger Agent 
Apartado No. 68 Bis, Mexico City 


What Some of Our Clients Have to Say 
About Our Service 


JUST A STEP IN THE FORE 


Other sources from which traffic advice emanates 
may falter at times—our “Watching” Service seldom 
does. Expedition is an important factor in correct 
business management. 


CHEVROLET MOTOR COMPANY 
General Motors Bldg. 
DETROIT, MICH. 
File 50-S, April 22, 1925. 
Steel Commodity Rates. 
Traffic Service Corporation, 
310 Mills Bldg., 
Washington, D. C. 

Gentlemen: I appreciate receiving from you, 
copy of the Commission’s mimeographed decision in 
Docket No. 15110, Jones-Laughlin Steel Corporation 
v. Baltimore & Ohio Railroad Company et al. : 

We were greatly interested in the outcome of this 
case and as yet decision has not been furnished us 
by the Commission so that your action in mailing a 
copy to me is very pleasing and appreciated. 

Yours very truly, 
(Signed) C. R. SCHARFF, 
EFS:DS Traffic Director. 


=—SSS EE 


Write us for further information 


The Traffic Service Corporation 
MILLS BUILDING WASHINGTON, D. C. 


W. F. PATON, General Agent 


Marquette Building, Chicago 82 Beaver Street, New York 


UNITED FRUIT COMPANY 


ey yest 
! \ Ponear'\ 


N63) >> Steamship Service <(GaaS 
General Offices, One Federal St., Boston, Mass. 
REGULAR FREIGHT SAILINGS 


Between 


New York New Orleans 


Boston and San Francisco 


and 


Havana and Santiago, Cuba; Jamaica, Panama, 
Colombia, Costa Rica, Guatemala, Honduras, Brit- 
ish Honduras, and via transshipment at Cristobal 
to West Coast Ports of Mexico, Central and South 
America. 


For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


17 Battery Place, $21 St. Charles St., 
San Francisco, Cal. New York, N. Y. New Orleans, La. 
Long Wharf, 140 S. Dearborn St., 

Boston, Mass. Chicago, Ill. 


433 California St., 
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No. 21289. Reynolds, Inc., Winston-Salem, N. C., vs. Southeastern 
Express Co. et al. 

Overcharge on cattle, from Winston-Salem, N. C., to Trenton, 
N. J. Asks that defendants be authorized to make refund. 

No. 21290. J. G. ees Chocolate Co., Salt Lake City, Utah, vs. 
B. & O. et al. 

Rates and charges in violation of sections 1, 3 and 4 of the act, 
on candy, from Salt Lake City, Utah, to New York City, N. Y. 
Asks reparation. 

No. 21291. ystic Iron Works, Boston, Mass., vs. New Haven et al. 

Rates in violation of first three sections of the act, on pig iron, 
from Everett, Mass., to points in New England states. Asks rates 
for future and reparation. 

No. 21292. Brown Paper Mill Co., Inc., Monroe, La., vs. Inland Water- 
ways Corporation et al. 

Rates and charges in violation of section 6 of the act, on sul- 
phate of alumina, from St. Louis, Mo., to West Monroe, La. Asks 
reparation. 

No. 21293. M. H. Haym, Atlanta, Ga., vs. Canadian National et al. 

Overcharge on hay, from Marieville, Que., to Atlanta, Ga., re- 
consigned to Bowden, Ga. Asks refund. 

No. — Thomas S. Smith & Co. et al., Chicago, Ill., vs. C. & A. 
et al. 

Rates and charges in violation of sections 1, 3 and 4 of the act, 
on sweet potatoes, from points in Kentucky and Tennessee to 
Chicago, Ill., and points taking same rates. Asks rates for future 
and reparation. 

No. 21295. ee Field Seed Co., Roseau, Minn., vs. Great North- 
ern et al. 

Charges in violation of sections 1 and 6 of the act, on grass 
seed, from Roseau, Minn., to Winona, Minn. Asks reparation. 

No. 21296. Advance Fuel Co., Chicago, Ill., vs. C. & O. 

Rates and charges in violation of sections 1 and 6 of the act, 
on coal, from West Virginia points to Chicago. Asks proper ap- 
—— of national car demurrage rules and charges and rep- 
aration. 

No. —— —_ Mills, Inc., Stottville, N. Y., vs. Bessemer & Lake 
rie et al. 

Rates and charges in violation of first three sections of the 
act, on bituminous coal, from points in Pennsylvania and other 
states to Stottville, N. Y. Asks rates for future and reparation. 

No. 21299. —— Malt Products Co., Peoria Heights, Ill., vs. C. & 
A. Of il. 

Charges in violation of sections 1 and 3 of the act, for switch- 
ing complainant’s products to and from Peoria Heights, Ill., and 
connections with line haul carriers at Peoria. Asks reparation. 

No. 21300. George Peterson et al., doing business under name of 
ee Co., Minneapolis, Minn., vs. M. St. P. & 

. Ste. . 

Charges in violation of section 6 of the act, on patrol weight 
and crushing plant, from Spooner, Wis., to Genola, Minn. Asks 
reparation. 

No. — Armstrong Cork Co., Pittsburgh, Pa., vs. Southern Pacific 
et al. 

Unreasonable charges on linoleum and linoleum rugs returned 
from Ogden, Utah, to Lancaster, Pa. Asks reparation to basis 
= — commodity rate of $1.65 between Lancaster and 

gden. 


No. 21301. Sub. No. 1. Same vs. Missouri Pacific et al. 
Same complaint as to linoleum, from Little Rock, Ark., to Lan- 
caster, Pa. Asks reparation to basis of westbound rate of $1.38. 


No. 21301. Sub. No. 2. Same vs. Chicago Great Western et al. 
Same complaint as to linoleum, from St. Joseph, Mo., to Lan- 
caster, Pa. Asks reparation to basis of westbound rate of $1.085. 


No. 21301. Sub. No. 3. Same vs. Denver'& Rio Grande Western et al. 
Same complagmt as to linoleum, linoleum rugs and felt base 
carpeting, from Denver, Colo., to Lancaster, Pa. Asks reparation 

to basis of westbound rate of $1.65. 


No. 21301. Sub. No. 4. Same vs. Oregon Short Line et al. 

Same complaint as _to linoleum and IInoleum rugs, from Salt 
Lake City, Utah, to Lancaster, Pa. Asks reparation to basis of 
westbound rate of $1.65. 

No. 21301. Sub. No. 5. Same vs. St. Louis-San Francisco et al. 

Same complaint as to linoleum, linoleum. rugs and felt base 
carpeting, from Oklahoma City, Okla., to Lancaster, Pa. Asks 
reparation to basis of westbound rate of $1.71. 

No. 21301. Sub. No. 6. Same vs. Missouri Pacific et al. 
Same complaint as to linoleum, from St. Joseph, Mo., to Lan- 
caster, Pa. Asks reparation to basis of westbound rate of $1.085. 
No. 21301. Sub. No. 7. Same vs. Northern Pacific et al. 
* Same complaint as to linoleum and linoleum rugs, from Butte, 
Mont., to Lancaster, Pa. Asks reparation to basis of westbound 
rate of $1.65. 
No. 21301. Sub. No. 8. Same vs. Kansas City Soutehrn et al. 

Same complaint as to linoleum and linoleum rugs, from Kansas 
City, Mo., to Lancaster, Pa. Asks reparation to baiss of west- 
bound rate of $1.085. 

No. 21301. Sub. No. 9. Same vs. Great Northern et al. 

Same complaint as to linoleum, from Spokane, Wash., to Lan- 

caster, Pa. Asks reparation to basis of westbound rate of $1.65. 
No. 21302. Ornamental Stone Co., Charlotte, N. C., vs. Southern et al. 

Rates in violation of first three sections of the act, on arti- 
ficial stone, from Charlotte, N. C., to points in South Carolina. 
Asks reparation. 

No. 21303. Southern Agricultural Chemical Corporation, Atlanta, Ga., 
vs. Central of Georgia et al. 

Unreasonable rates on sulphuric acid, from Copperhill, 
A. auaaaaamraale Ala., and points in Georgia. 
rates. 

No. 21303. Sub. No. 1. Same vs. Southern et al. 

Same complaint and prayer as to sulphuric acid, from Copperhill, 
Tenn., to points in the Carolinas and Virginia. 

No. wy aes Yukon Mill & Grain Co., Yukon, Okla’, vs. C. R. I. & 

. et al. 

Unreasonable rate on flour and wheat, from Yukon and Banner, 
Okla., to Houston and Galveston, Tex. Asks reparation. 

No. 21305. Industrial Rayon Corporation, Cleveland, O., vs. Pere Mar- 
quette et al. 

Rates in violation of sections 1, 2 and 3 of the act, on carbon 
bisulphide, from Midland, Mich., to Cleveland, O. Asks rates for 
future and reparation. 

No. 21306. The Champion Coated Paper Co. et al., Hamilton, O., vs. 
A. G. S. et al. 

Rates, fares and charges in violation of sections 1 and 3 of 
the act, on printing paper, other than newsprint, from Hamilton, 
O., and Canton, N. C., to points in northwest Texas and in Okla- 
*homa, as compared with rates from Fox River district in Wis- 
consin. Asks rates for future and reparation. 

No. 21307. Western Asphalt Paving Corporation, Sioux City, Ia., vs. 
Cc. B. & Q. et al. 


Tenn., 
Asks reasonable 
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Illegal rate on sand, from Sandell, Neb., to Hamburg, la 

reparation. » Asks 
No. 21308. Sperry Flour Co., San Francisco, Calif., vs. Southern 
cific et al. Pa. 

Rates in violation of sections 1 and 3 of the act, on whole 
and cracked or ground corn from group F. points in Iowa 
Nebraska to South Vallejo, Calif., destined to Centra] Ament 
Mexico, South America and Hawaiian Islands. Asks reparati 

No. 21309. Christian Feigenspan, Newark, N. J., vs. Erie. Hon. 

Unreasonable rates and charges on German anthracite Coal 
coke imported from_Rotterdam moving from Jersey City or Po 
board terminals to East Orange, N. J. Asks reparation, - 

No. 21310. The Viscose Co., Marcus Hook, Pa., vs. A. C. L. et gj 

Rates and charges in violation of sections 1 and 6 of the a 
on cottonseed hull fiber or shavings, from points in Alabang 
Georgia, Mississippi, the Carolinas and Tennessee to Nitro W 
Va. Asks reparation. .'s 

No. 21311. Federated Metals Corporation, New York City, vs. Pep, 
sylvania et al. _ 

Rates in violation of first four sections of the act, on cop 
and copper bearing materials, from points in various states 
Pittsburgh, Pa., and on refined copper made therefrom oyt ot 
Pittsburgh. Asks cease and desist order and reparation. 

No. 21372. Ohio & Indiana Stone Co. et al., Greencastle, Ind, yg 
Cc. & & as GO at. db 

Unreasonable and prejudicial rates on crushed stone, from 

Greencastle, Ind., to points in Illinois. Asks rates for the future 
No. 21229. Sub, No. 1. Acherman-Emmenegger & Co., Monroe, Wis 
vs. C. B. & Q. et al. 7 

Unreasonable rates and charges on cheese, from points in Wig. 
consin to points in California, Oregon and Washington. Asks rates 
for future and reparation. ; 

No. 21297. Clement F. Sculley, doing business as Clement F. Scully 
Equipment Co., St. Paul, Minn., vs. Great Northern. ’ 

Rates or charges in violation of section 6 of the act, contrac. 
tor’s outfit, from Spokane, Wash., to Essex, Mont., and from Gary 
Mont., to Spokane, Wash. Asks reparation. a 

No. 21312, Hope Engineering & Supply Co., Mt. Vernon, 0., ys, ¢ 
B. & Q. et al. ‘ 

Rates and charges in violation of sections 1 and 3 of the act 
on second-hand contractors’ equipment, from Stafford, Tex,, to 
Carlyle, Mont. Asks reparation. 

No. 21313. Hope Engineering & Supply Co., Mt. Vernon, O., vs, B 
KR. & FP. ot ai. 

Rates and charges in violation of section 6 of the act, on iron 
pipe couplings, from Bradford, Pa., to Shamrock, Wellington and 
Dodsonville, Tex. Asks reparation. 

No. ly ——— Buckeye Incubator Co., Springfield, O., vs. C.C¢ 
ct os 

Rates and charges in violation of sections 1 and 3 of the act, 
on built-up wood, faced with veneer, from Louisville, Ky., to 
Springfield, O. Asks rates for future and reparaton. 


—_—— 


RAILWAY FUNDED DEBT 


A compilation made by the Bureau of Railway Economics 
with respect to railway funded debt maturing each year shows 
that as of December 31, 1927, the total funded debt of Class | 
railroads was $10,513,395,372, made up of $7,908,665,736 of mort- 
gage bonds, $837,917,787 of collateral trust bonds, $267,072,206 
of income bonds, $460,338,318 of miscellaneous obligations, and 
$1,039,039,447 of equipment trust obligations. The tabulation 
covers approximately 82 per cent of the total funded debt of all 
steam roads in the United States. 

Between 1928 and 1949, inclusive, funded debt will mature as 
follows: 1928, $250,489,336; 1929, $328,774,232; 1930, $416,508. 
630; 1931, $303,331,553; 1932, $216,951,013; 1933, $295,646,352; 
1934, $400,789,548; 1935, $210,724,135; 1936, $344,673,986; 1937, 
$183,007,191; 1938, $177,428,325; 1939, $165,817,398; 1940, $169, 
529,161; 1941, $125,118,876; 1942, $77,308,576; 1943, $93,983,151; 
1944, $91,857,776; 1945, $126,635,046; 1946, $107,401,720; 1941, 
$171,696,296; 1948, $286,462,426; 1949, $297,470,001. 

From 1950 to 1959, funded debt will mature in the amount 
of $1,812,395,191; from 1960 to 1969, $1,153,662,442; from 1970 
to 1979, $444,223,500; from 1980 to 1989, $394,832,600; from 1990 
to 1999, $1,131,223,326; from 2000 to 2009, $264,648,500; 2010 
and upward, $433,254,200. 

The compilation shows that $22,589,700 of the total debt is 
due on default; and that $7,665,000 is subject to call. 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, as of 
August 15, was 68.3, according to the semi-monthly bulletin of 
the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Bor, 
59.4; refrigerator, 77.4; coal and coke, 74.2; stock, 84.7; flat 
76.4; tanks and others, 93.7. By districts the percentages for 
all classes of equipment were as follows: Eastern, 57.7; Alle 
gheny, 77; Pocahontas, 60.9; Southern, 68.5; Western, 71.5. 

The semi-monthly bulletin of percentages of freight cars 02 
line to ownership, Class I roads, as of August 15, showed the 
following: Eastern district, 96.9 as against 96.3 a year 480; 
Allegheny, 100.8 as against 101.2 a year ago; Pocahontas, 764 
as against 78.1 a year ago; Southern, 91.9 as against 94.4 4 
year ago; Western, 101.7 as against 101 a year ago; all districts, 
97.8 as against 97.9 a year ago; Canadian roads, 101 as against 
97.6 a year ago. 


You may either write or wire our Washington office 
for information concerning matters in any department 


of the government there, if you are a subscriber t 
THE DAILY TRAFFIC WORLD. 
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THE TRAFFIC WORLD 


Docket of the Commission 


Vol. XLII, No, 1 








Note. Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 


this Docket will be noted elsewhere. 


September 17—Fort Worth, Tex.—Examiner Fleming: 
l. & S. No. 3161—Routing of grain and grain products transited at 
points on A. T. & S. F. Ry., G. C. & S. F. Ry. and P. & S. F. Ry. 


September 17—New York, N. Y.—Examiner Bardwell: 
14880—Dallas Chamber of Commerce et al. vs. A. & R. R. R. et al. 
15463—St. Louis Chamber of Commerce et al. vs. A. & R. R. R. et al. 
1. & S. 2097—Rates to Southwestern Destinations. 
|. & S. 2271—Rates to Southwestern Destinations (further hearing, 
respecting lawful rail-ocean, ocean-rail, and rail-ocean-rail rates 
for application from and to the points embraced in respective 
proceedings). 
s, Mo.—Examiners Carney and Mackey: 
20913—Texas Cement Plaster Co. vs. K. C. M. & O. R. R. of Tex. 


et al. 
21050—Schaefer Griffin Co. vs. C. C. C. & St. L. Ry. et al. 


September 17—Atlanta, Ga.—Examiners Hill and Glenn: 

il. & S. 3127 (and ist, 2nd and. 3rd sups.)—Hosiery from Southern 
— 4 points in Southern, Official and Western Classification 
territories. 


September 17—Jackson, Mich.—Examiner Binkley: 
1139—Northern Indiana Brick Co. vs. C. C. C. & St. L. Ry. et al. 


September 17—Mobile. Ala.—Examiner Pyle: 
—Mobile Chamber of Commerce and Business League vs. A. 

& V. Ry. et al. 

18456—Meridian Traffic Bureau vs. A. & V. Ry. et al. 

Portions of Fourth Section App. Nos. 601 et al, filed by A. & V. 
Ry. et al. 

September 17—Omaha, Neb.—Examiner Clarke: 

21059—Erwin Ingram et al. vs. A. T. & S. F. Ry. et al. 

20165—Baker Ice Machine Co., Inc., et al. vs. A. T. & S. F. Ry. et al. 


September 17—Argument at Washington, D. C.: 

7922—Carolina Bagging Co. vs. S. A. L. Ry. et al. 

ao yaad Weber & Co., Ltd., vs. Texas & New Orleans R. R. 
et al. 


September 17—Atlanta, Ga.—Examiners Money and Esch: 

17000—Rate Structure Investigation: Part 8—Cottonseed, Its Prod- 
ucts and Related Articles. 

1. & S. No. 2759—Cottonseed and related vegetable products from 
= territory to Central, Eastern and Southern terri- 
tories, 

1. & S. No. 2820—Vegetable Oils and related articles in Official 
Classification territory. 

1. & S. No. 2884—Vegetable Oils and Oil Foods from Texas to Ft. 
Wayne, Ind., and Buffalo, N. Y. 

1. & S. No. 2926—Vegetable Oils in Official Classification territory. 

1. & S&S No. 2995—Vegetable Oils and related articles in Official 
Classification territory. 

1. & S. No. 3035—Cottonseed from La. Ry. & Nav. stations to Shreve~ 
port and Bossier City, La. 

1. & S&S. No. 3036—Cottonseed Hull Fibre or Shavings from S. W. 
points to Miss. and Ohio River gateways, etc. 

1. & S. No. 3067—Cottonseed and other Vegetable Oils from the 
Southwest to interstate points. 

1. & S. No. 3098—Cottonseed and Vegetable Oils from Texas Com- 
mon points to Baltimore, Md., and Boston, Mass. 

\. .. S. No. 3121—Cotton Linters from the Southwest to interstate 
points. 

14594—-American Linseed Co. vs. B. R. & P. et al. 

14683—Spencer Kellogg & Sons vs. B. R. & P. et al. 

15425—International Vegetable Oil Co. et al. vs. A. & R. R. R. et al. 

16300 (and Sub. Nos. 1 to 5, incl.)—Armstrong Packing Co. vs. 
Abilene & Southern et al. 

16528—Southland Cotton Oil Co. et al. vs. A. & S. et al. 

16587—Lever Brothers Co. vs. D. L. & W. et al. 

16928—Manufacturers’ Assn. of Chicago Heights vs. B. & O. et al. 

“— eget Sub. No. 1)—American Linseed Co. et al. vs. N. Y. S. & 

- et al. 

17339—C. F. Simonins’ Sons vs. C. I. & W. et al. 

17457—Hunphreys-Godwin Co., Inc., vs. A. & S. et al. 

18026—Arkansas Cotton Seed Crushers’ Assn. vs. A. C. & Y. et al. 
18379—Texas Cottonseed Crushers’ Assn. et al. vs. A. & R. et al. 
18405—Interstate Cotton Oil Refining Co. vs. C. B. & % et al. 

18841—Alabama Cotton Seed Crushers’ Assn. vs. L. & N. R. R. 

18890—Lever Brothers Co. vs. B. & A. et al. 

18935—East St. Louis Cotton Oil Co. vs. A. & S. et al. 

19069—Arkansas Cottonseed Crushers’ Assn. vs. C. R. lL. & P. et al. 

19088—The Blaton Co. vs. A. & V. Ry. et al. 

19141—Refuge Cotton Oil Co. et al. vs. A. & V. Ry. et al. 

19162—Southern Cotton Oil Co. vs. Ill. Cent. et al. 

19165—Procter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 

19169 (and Sub. No. 1)—California-Arizona Ginners’ and Crushers’ 
Assn. et al. vs. Apache Ry. et al. 

19176—National Cottonseed Products Corp. et al. vs. A. & V. Ry. 

19194—-Procter & Gamble Co. vs. A. & S. et al. 

19245—Procter & Gamble Co. vs. B. & O. et al. 

19270—Southern Cotton Oil Co. vs. Ann Arbor et al. _ 

19307—National Cottonseed Products Corp. vs. A. & N. W. et al. 

19325—Southern Cotton Oil Co. vs. A. & R. et al. 
19336—Portsmouth Cotton Oil Refining Co. vs. D. L. & W. et al. 
19533—East St. Louis Cotton Oil Co. vs. Sou. Pac. et al. 

19551 (and Sub. No. 1)—Rome Soap Mfg. Co. vs. C. I. & W. et al 

19642—Elberton Oil Mills vs. Va. & Caro. Sou, R. R. et al. 

20068—Graco Milling Co vs. A. & S. Ry. et al. 

say and Sub. No. 1)—Wilson & Co., Inc., of Oklahoma vs. B. & () 
et al. 

20130—Buckeye Cotton Oil Co. et al. vs. A. & R. et al. 

20142—Portsmouth Cotton Oil Refining Co. vs. A. & R. et al. 

20161—The Best Foods, Inc., vs. C. R. R. of N. J. et al. 
20596—Armour & Company et al. vs. A. & S. et al. 

20596 (Sub. No. 1)—Wilson & Co., Inc., of Oklahoma vs. A. & S. et al 

20972—Pittsburgh Plate Glass Co., Linseed Oil Division, vs. Santa Ie 


et al. 
21010—Swift & Co. vs. A. & S. et al. 
21138—Armour & Company vs. A. & S. et al. 
21151—Rome Oil Mills vs. Cent. of Ga. Ry. et al. 
















































Fourth Section App. 4241 et al., involving rates on cottonseed: cot: 
ton linters and cottonseed hull fibre or shavings; cottonseed meal, 
cake, etc.; and other vegetable oils. 

Fourth Section Appl. 4327, filed by C. St. P. M. & O. Ry. 

Fourth Section Appl. 555, filed by Me. Cent. R. R., Sonferset Ry, ang 
Wash. Co. Ry. 

September 17—New York, N. Y.—Examiner McGrath: 
20734—-New Jersey Coated Paper Co. et al. vs. Penna. R. R. et aj 


September 17—Atlanta, Ga.—Examiners Money and Esch: 
* 21266—Peaslee-Gaulbert Co. vs. A. T. & S. F. Ry. et al. 


September 18—St. Louis, Mo.—Examiners Carney and Mackey: 
ower oe Valley Farm Equipment Assn. et al. vs. B. & 0, 
. BR. Ot al. 
19494—-Federated Metals Corp. vs. T. C. Ry. et al. 
September 18—Chicago, Ill—Examiner Fuller: 
13535—Consolidated Southwestern Cases. 
14880—Dallas Chamber of Commerce et al. vs. A. & R. R. R. et al, 
(further ane respecting lawful class and_ commodity rates 
for application between Chicago, Zion, North Chicago and Way. 
kegan, Ill., and all points in Wisconsin and in the upper Penin- 
sula of Michigan on the one hand, and points in Kansas, Mis. 
souri, south of the Missouri River, Oklahoma, Arkansas, Texas 
and Louisiana, west of Mississippi River, on the other hand), 


September 18—Omaha, Neb.—Examiner Clarke: 
1. & S. 3142—Switching charges at Louisville, Neb. 


September 18—McAlester, Okla.—Examiner Fiedler: 
20830—Kali-Inla Coal Co. vs. C. R. I. & P. Ry. et al. 
21031 (and Sub. 1)—Corporation Commission of Oklahoma vs. A. T. 
& S. F. Ry. et al . 


September 18—Chicago, Ill.—Examiners Johnston & Crowley: 
20743 a Sub. 1)—Midwest Wool Trade Assn. vs. A. & R. R. R, 
et al. 


September 18—Argument at Washington, D. C.: 
“ae - on No. 1 and 2)—Wm. Fraser, Jr., Inc., vs. A. C. L 
. R. et al. 
18016—Wm. Fraser, Jr., Inc., vs. D. L. & W. R. R. et al. 
18165—Wm. Fraser, Jr., Inc., vs. I. C. R. R. et al. 


September 18—Chicago, IIl.—Chairman Campbell and Examiners Fav! 
and Wilbur: 

19610—Switching rates in Chicago Switching District. 

1. & S. 2900 (and 1st supplement)—Switching rates between points 
in Chicago and Chicago Heights District. 

20006—Illinois Slag & Ballast Co. vs. C. W. P. & S. R. R. et al. 
(further hearing). 

September 18—Denver, Colo.—Public Utilities Commission of Colo.: 

Finance No. 4555—Application Denver & Salt Lake Western R. R. 
for authority to construct a line of railroad from Oristod to 
Dotsero, Eagle county, Colo. 

September 19—Washington. D. C.—Examiner Sullivan: 

Finance No. 7031—Application St. Louis Southwestern Ry. for au- 
thority to construct a line of railroad from Gideon to Deering, Mo., 
and from Hornersville, Mo., to Leachville, Ark. 

Finance No, 7032—Application St. Louis Southwestern Ry. for au- 
thority to acquire control of the Gideon & North Island R. R., 
Deering Southwestern Ry., and Blytheville, Leachville & Ark- 
ansas Southern R. R. by purchase of capital stock and to issue 
certain securities. 


September 19—St. Louis, Mo.—Examiner Carney: 
21155—Maguire Coal Co. vs. A. & S. R. R. et al. 


September 19—Boston, Mass.—Examiner McGrath: 
21021—-Chaffee Brothers Company vs. N. Y. N. H. & H. R. R. 


September 19—Dallas, Tex.—Examiner Fleming: 
=o Sub. 1)—Charles Dennery, Inc., vs. H. & T. C. R. R. 
et al. 
September 19—St. Louis, Mo.—Examiners Carney and Mackey: 
20613—Anchor Coal Co. et al. vs. A. & S. Ry. et al. 
= ~~ _ Nos. 1 and 2)—Allhoff Bros., Inc., et al. vs. A. & E. 
. R. et al. 
18183—-Intrastate Rates on Coal to East St. Louis, Il. 
17994 (and Sub. 1)—Perry Coal Co. et al. vs. A. & S. R. R. et al. 
18268—St. Louis Chamber of Commerce vs. A. & S. R. R. et al. 
(further hearing). 


September 19—Argument at Washington, D. C.: 
18034—Chesapeake & Ohio Ry. et al. vs. A. C. R. R. et al. 


September 19—Fort Wayne, Ind.—Examiner Binkley: 
21043—Berghoff Products Co. vs. N. Y. C. and St. L. R. R. 


September 20—Aberdeen, S. D.—Examiner Clarke: 
19732 (and Sub. Nos. 1 to 6 incl.)—American Fruit Co., Inc., et al. 
vs. Black City, Black Hills & Western R. R. et al. 


September 20—Washington, D. C.—Examiner Curtis: 
20253—Canton R, R. vs. A. A. R. R. et al. 


September 20—Tifton, Ga.—Examiners Hill and Glenn: 
20 (and Sub. 1)—South Georgia Traffic Bureau for C. H. Strang- 
ward vs. F. E. C. Ry. et al. 


September 20—Argument at Washington, D. C.: 
20199—-The Busse Brick Co. vs. L. & N. R. R. 


September 20—Logansport, Ind.—Examiner Binkley: 
20984—G. Caroso & Co. vs. St. L.-S. F. Ry. et al. 


September 21—Boston, Mass.—Examiner McGrath: 
21141—Shelburne Cooperative Creamery Co. vs. Rutland R. R. et al. 


September 21—Argument at Washington, D. C.: 
19501—John Arko et al. vs. A. T. & S. F. Ry. et al. 


September 21—Aberdeen, S. D.—Examiner Clarke: 
ae i Bureau, Chamber of Commerce, et al. vs. Gt. Nor 
y et al. 


September 21—Crawfordsville, Ind.—Examiner Binkley: 
20989—The City of Crawfordsville vs. C. C. C. & St. L. Ry. 


September 22—Dallas, Tex.—Examiner Fleming: 
19831—Patterson Produce Co. vs. G. C. & S. F. Ry. et al. 
20273—Magnolia Petroleum Co. vs. A. T. & S. F. Ry. et al. 


September 22—Tampa, Fla.—Examiners Glenn and Hill: 


21025—Dann-Gerow Co., Inc., et al. vs. A. G. S. R. R. et al. 
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September 15, 1928 


MUNSON 


EASTERN AGENTS 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 









From Baltimore, Philadelphia and 


New York 
Bi-Weekly or Fortnightly 










DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East 
and British Columbia 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 


Chicago, St Pittsburgh, Baltimore 










McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 






















FREIGHT SERVICE 
(EN A TEEN REO 8 NN ART SNA ENE IRE 
1 02 SHIPS. Frequent sail- 

ings. Many special- 
ized types of carriers. Low 
insurance rates. Fast mail 


liners. Care and skill in han- 
dling. Prompt forwarding. 







These are some of the factors 
which enable us to render the 
shipper a service of unusual merit. 













INTERNATIONAL MERCANTILE MARINE COMPANY 
No. 1 Broadway, New York City. 180 N. Michigan Ave., Chicago 


A. C. FETTEROLF 
Vice-President Freight Trafic 
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Calmar Steamship Corporation 


CALMAR LINE—Coast-to-Coast—Via Panama Canal 
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Voy. 
No. Ship 


4 PENNMAR 
4 YORKMAR 
4 MASSMAR 
4 OAKMAR 


4 TEXMAR 


Voy. 
No. Ship 


4 PENNMAR 


4 YORKMAR 
4 MASSMAR 
4 OAKMAR 
4 TEXMAR 


Baltimore 


Philadelphia 


Sailed 

Sailed 

Sailed 
Sept.18 Sept.23 
Oct. 3 Oct. 8 


San Francisco 
Oakland 
Arrive— Depart 


Sailed 
Sept.27 Sept.30 
Oct. 13 Oct. 16 
Oct. 28 Oct. 31 


Sailed 
Sailed 
Sept.10 Sept.15 
Sept.25 Sept.30 


Oct. 10 Oct. 15 


Portland 
Arrive— Depart 


Sept.18 Sept.19 
Oct. 3 Oct. 4 
Oct. 19 Oct. 20 
Nov. 3 Nov. 4 


Nov. 12 Nov. 15| Nov. 18 Nov. 19 


eS ~—. 


Sailed 
Sept.20 Sept.25 
Oct. 6 Oct. 11 
Oct. 21 Oct. 26 
Nov. 5 Nov. 10 


Seattle 
Arrive— Depart 


Sept.21 Sept.23 
Oct. 6 Oct. 8 
Oct. 22 Oct. 24 
Nov. 6 Nov. 8 
Nov. 21 Nov. 23 





CALMAR SERVICE 


AT YOUR SERVICE 


ALL THE TIME 


For information regarding rates, etc., 


CALMAR STEAMSHIP CORPORATION, 
Moore & McCormack, General Agents, 
5 Broadway, New York, N. Y. 

Bourse Building, Philadelphia, Pa. 
First National Bank Bldg., Baltimore, Md. 
Oliver Building, Pittsburgh, Pa. 
Rookery Building, Chicago, Ill. 
CALMAR STEAMSHIP CORPORATION, 
Swayne & Hoyt, Pacific Coast Agents, 
240 Front Street, San Francisco, Calif. 
318 Transportation Bldg., Los Angeles 
911 Board of Trade Bidg., Portland, Ore. 
201 Central Building, Seattle, Wash. 


Build 


Business _ 
in the Orient! 


PROMPT deliveries will help you accom- 

plish this, if you ship on “President 

Liners,” sailing every other Saturday from 
Seattle to Yokohama, Kobe, Shanghai, 
Hong Kong and Manila and arriving every 
other Monday from the Orient. Thru bills 
of lading issued to all Oriental ports. 


Seven 10,000-ton “Cargo Liners,” sailing on 

frequent, dependable schedule, augment this 
exceptional service to North China, South 
China and The Philippines. 


T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 


W.G. ROCHE, Inc. i’ Bide a 
1714 Dime 
Devote, Mic 


apply to 


R. A BRUCE, Gen. Agt. 


0 So. Dear 


L. L. BATES, General Bibles Agent 


1519 aia Avenue South, Seattle, W: 


76 offices in 22 countries at your service 


American Mail Line 








St. 
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Mire 22—Tulsa, Okla.—Examiner Fiedler: 
023—Oklahoma Steel Castings Co. vs. M. P. R. R. et al. 
ber 22—Florence, Ala.—Examiner Pyle: 
‘Ware Brothers Agency vs. Chicago & Alton R. R. et al. 
Se ember 22—Argument at Washington, D. C.: 
7854 (and > No. 1)—Iola Cement Mills Traffic Assn. et al. vs. 
A. T. & 8S. F. Ry. et al. 
18264—Lehigh Portland Cement Co. vs. A. T. & S. F. Ry. et al. 
18299—Kansas Portland Cement Co. vs. A. T. & S. F. Ry. et al. 


September 22—Indianapolis, Ind.—Examiner Binkley: 
6496—National Car upler Co. vs. A. T. & S. F. Ry. et al. (further 
hearing, in respect to the issues of reparation on shipments other 
than those covered by orders of reparation or, entered). 
21140—Muncie Foundry & Machine Co. et al. vs. C. & O. Ry. et al. 
21167—Hoosier Iron Works vs. D. & T. 8S. L. R. R. et al. 


September 24—St. Louis, Mo.—Examiners Carney and Mackey: 
—Rates on Bituminous Coal from points in Mo. to Kansas 
City and St. Joseph, Mo. 


September 24—Chicago, Ill.—Examiners Johnston & Crowley: 
—Colonial Salt Co. et al. vs. A. C. & Y. Ry. et al. 
Sagiemer 24—Washington, D. C.—Examiner Sullivan: 
inance No. 6720—Application Texas & Pacific Ry. for authority to 
eos oy control of Texas-New Mexico Ry. by purchase of capital 
stock. 
Septeasber 24—St. Paul, Minn.—Examiners age and Walsh: 
7000—Rate Structure Investigation, Part 10, 
16502—Board of Railroad Commissioners of the “State of South Da- 
kota vs. C. & N. W. Ry. et al. 
19222—Wichita Chamber of Commerce et al. vs. A. & S. Ry. et al. 
aot —_ Application 13040—Hay from South Dakota (further 
earing). 


September 24—Wichita, Kans.—Examiner Fiedler: 
$9999 Wichita Flour Mills Co. vs. A. T. & 8S. F. Ry. et al. 


September 24—Boston, Mass.—Examiner McGrath: 
1018—Edmund D. Codman vs. B. & M. R. R. et al. 


September 24—Miami, Fla.—Examiners Hill and Glenn: 
The Southern Cotton Oil Co. et al. vs. F. E. C. Ry. 
September 24—Nashville, Le ay my ye Pyle: 
20925—G Rose, Jr., vs. L. & N. R. R. et al. 
ember 24—Washington, D. + Hate an Dh Curtis: 
Spee The Atlas Portland Cement Co. vs. Southern Ry. 
September 24—Argument at Washington, D. C.: 
, eel Wichita Chamber of Commerce et ‘al. vs. A. T. & 8. F. 
y. eta 
He ye Hinde & Dauch Paper Co. vs. Cc. C. & St. L. Ry. et al. 
i. & &. 3005—Neweaprint Paper from Lake Ghatice, La., to La. points. 


Se mber 24—Fort Worth, Tex.—Examiner Simons: 
2358—Texas Livestock Shippers’ ‘+. ory League et al. vs. Di- 
rector General, as agent, A. & S. Ry. et al. 
se - " aaenae Board of Commerce et al. vs. D. G., A. & W. Ry. 
13001" Chamber of Commerce of Kansas City, Mo., vs. A. & W. Ry. 
13619—Ross Bros. Horse and Mule Co. et al. vs. U. P. R. R. et al. 
er yy me Hep Horse & Mule Co. et al. vs. A. & S. Ry. et al. 
1.4858 Rates on horses and mules to, from or between South- 
western 
1. & S&S. 1482" Horses and mules from Kansas City, Mo., and Wichita, 
Kans., to New Orleans, La., Memphis, Tenn., and other points. 
13237—In the Matter of Interstate and intrastate rates for trans- 
portation of ordinary live stock from points in Nebraska to Omaha 
and 8. Omaha, Neb., in their relation to rates on the same com- 
modity, in C. NG rom points in Neb. to Kansas City and St. Jo- 
12386 —Boara Mo., and s. , Ia. 
ee Bor — Commissioners of State of S. D. vs. C. 
. Ry. eta 
Fourth _ Applications Nos. 461, 462, 621, 673 and 678. (Further 
hearing. 
September 24—Oklahoma City, Okla.—Examiner Fuller: 
13535—Consolidated Southwestern Cases. 
14880—Dallas Chamber of Commerce et al. vs. A. & R. R. R. et al. 
14416—Little Rock Board of Commerce vs. A. & S. Ry. et al. 
15463—St. Louls Chamber of Commerce et al. vs. A. & R. R. R. et al. 
1. & S. 2097 and 2271—Rates to Southwestern Destinations (further 
hearing, respecting lawful rates on canned goods, in carloads, 
from and to points embraced in respective proceedings). 
September 25—Ft. Worth, Tex.—Examiner Fleming: 


1 & Ns 3164—Bedding cars for livestock shipments in the south- 
wes 


September 25—Washington, D. C.—Examiner Sullivan: 
Finance No. 7017—Application of Cincinnati Union Terminal Co. for 
authority to ane capital stock, and of the B. & O. R. R., C. 
& O. Ry., C. N O. & T. P. Ry., C. C. C. & St. L. Ry., L. & N. 
Bm. Ba & w. Ry., and Penna. R. R. for authority to acquire 
control of the Cincinnati Union Terminal Co. by purchase of 
capital stock. 


September 25—Paris, Ill.—Examiner Binkley: 
20965—Frank B. Clinton et al. vs. B. & O. R. R. et al. 

17806—J. R. Blair et al. vs. C. C. C. & St. L. Ry. et al. (further 
hearing, for purpose of receiving proof as to amount of reparation 
due under Commission's decision). 

September 25—Louisville, Ky.—Examiner Pyle: 
oe Broom Manufacturing Co. vs. A. T. & 8S. F. 
y. eta 
ore. 25—Chicago, Ill.—Examiner Johnston: 

A 3138—Chipboard, Fiberboard’and Pulpboard from Gulf ports 

to tere points. 


Copeember 25—Washington C.—Chief Examiner Butler: 
6750—National Poultry, yok & Ege Assn. et al. vs. A. & R. R. R. 
et al. (further hearing). 


September 25—Argument at Washington, D. C.: 
9847—Cook, Swan & es & Corp. et al. vs. A. N. R. R. et al. 
20221—Barrett Co. vs. & W. R. R. et al. 
20444—Federal Metals Corp. vs. Sie. Pac. R. R. et al. 


September 26—Argument at Washington, D. C.: 
Finance No. 6705—Proposed Construction of Extension of Line by 
Grand Rapids & Indiana Ry. et al. 
* Finance No. 6715—Abandonment of Branch Line by Chicago & North 
Western Ry 
19487—-Scharff- Koken Mfg. Co. vs. A. T. & S. F. et al. 
September 26—Washington, D. C.—Examiner Berry: 
* 18641—Potomac Electric Power Co. et al. vs. C. & O. Ry. et al. 
(Reopened and consolidated with I. & S. 3140, coal from southern 
region mines to Washington, D, C., for hearing), 


* 
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a. 26—Chicago, Ill.—Examiner Johnston: 
& S. 3148 and ist Sup. order—Petroleum and its products from 
" points in Wyoming to S. D., N. D., Mont., Ia., Minn. and Neb, 
September 26—Washington, D 
1. & S. 3140—Coal wed Southern Region mines to Washington, D, ¢ 


September 26—Lexin Ky.—Examiner Pyle: 
- and §S. No. 31 Creamed Stone from High Bridge, 






5 C.—Examiner Curtis: 








Southern points. 
ae ay 27—Kansas City, Mo.—Examiner Fielder: 


- 
Ky., to 
. & S. 3156—Transit Arrangements on Grain and related articles at 
" Independence, Mo. 
September 27—Argument at Washington, D. C.: 


124—The Columbus Packing Co. vs. N. & W. Ry. 
* Finance No. 6754—Construction of Branches by P. L. & W. R. R, 
* Finance No. 6755—Control of P. L. & W. R. R. by Montour R. R, 
19756—Glidden Co. vs. A. C. & Y. Ry. et al. 
a a ae Paint & Varnish Mfgrs.’ Assn, et al. vs. A. C, & 
. Ry. et a 


wey 28—Keokuk, Ia.—Examiner Clarke: 
& S. 3163—Vinegar between St. Louis, Mo., 
“and Keokuk, Ia. 


September 28—Washingtan, D. C.—Examiner Curtis: - 
1. & S. 3136 and two Sup orders—Class and commodity rates vig 
Baltimore and Carolina S. S. Co. of Baltimore City. 


September 28—Chicago, Ill—Examiners Johnston and Crowley: 
1. & S. 3150—Milling and mixing of grain and grain products at 
Chicago, Peoria and Pekin district e¢ over points. 


September 28—Argument at Washington, D. C.: | 
9480—Inland Waterways — operating Miss. -Warrior Service 
et al. vs. A. G. S. R. R. et al. 


October 1—Washington, D. et A Boles: 

* Finance No. 6951—In the Matter of the Application of the C. §S, @ 
St. L. Ry. under paragraphs (18) to (21), inclusive, Section 1 
of the Interstate Commerce Act, for a certificate of public con- 
venience and necessity for the acquisition and operation of Jack- 
sonville & Havana R. R. and for extension of operations over 
tracks of the C. B. & Q. R. R. between Waverly and Jackson- 
ville under a trackage agreement. 

* Finance No. 7015—In the Matter of the Application of the C. §. 
& St. L. Ry. under Section 20-a of the Interstate Commerce Act 
for authority (A) to issue $250,000 of first and prior lien mortgage 
six per cent bonds, (B) to issue $1,500,000 of first equipment and 
refunding mortgage six per cent Series A Gold Bonds, (C) to 
issue 27,500 shares of common stock of five dollars par value 
per share, (D) to issue 16,500 shares of preferred stock of $100 
par value per share, (E) to pledge $376,000 of first and prior lien 
mortgage six per cent bonds. 


October 1—Boston, Mass.—Examiner Carter: 
1. & S. 3112—Coal from New England Ports to Interior New Eng- 
land points. 
21075 Dw: ~ 7 1)—New England Traffic League et al. vs. B. & A. 
R. R. et @ 
21121—State of Connecticut vs. N. Y. N. H. & H. R. R. et al. 


October 1—Chicago, Ill—Examiners Worthington and Walsh: 
17000—Rate Structure Investigation, Part 10, Hay. 
16502—Board of Railroad Commissioners of the State of South Da- 
kota vs. C. & N. W. Ry. et al. 
19222—Wichita Chamber of Commerce et al. vs. A. & S. Ry. et al. 
—— Section Application 13040—Hay from South Dakota (further 
earing). 


October 1—Kansas City, Mo.—Examiners Carney and Mackey: 
13535—-Corporation Commission of Oklahoma vs. A. & R. R. R. et al. 
14880—Dallas Chamber of Commerce et al. vs. A. & R. R. R. et al. 
(further hearing respecting lawful rates for application between 
Atchison, Leavenworth and Kansas City, Kan., and St. Joseph 
and Kansas City, Mo., on the one hand, and points in Kansas, Mis- 
souri, south of the Missouri River, Oklahoma, Arkansas, Texas 
and Louisiana, west of Mississippi River, on the other hand). 

21206—The Chamber of Commerce of Kansas City, Mo., et al. vs. 
A TT & HF. Be ot Bi. 

* 21206 (Sub. No. 1)—Wichita Chamber of Commerce, Wichita, Kan., 

et al. ve. A FT. & SE. FF. By. ot ai. 


October 1—Kansas City, Mo.—Examiner Simons. 

12358—Texas Livestock Shippers’ Protective League et al. vs. Di- 
rector General, as agent, A. & S. Ry. et al. 

a Board of Commerce et al. vs. D. G., A. & W. Ry. 

13001—Chamber of Commerce of Kansas City, Mo., vs. A. & W. Ry. 
et al. 

13619—Ross Bros. Horse and Mule Co. et al. vs. U. P. R. R. et al. 

Lg Yg  e Sy Horse & Mule Co. et al. vs. A. & S. Ry. et al. 
. & S. 2389—Rates on horses and mules to, from or between South- 
et + 4... pts. 

1. & S. 1483—Horses and mules from Kansas City, Mo., and Wichita, 
Kans., to New Orleans, La., Memphis, Tenn., and other points. 
13237—In the Matter of Interstate and intrastate rates for trans- 
portation of ordinary live stock from points in Nebraska to Omaha 
and §S. yw? Neb., in their relation to rates on the same com- 
modity, in C. from points in Neb. to Kansas City and St. Jo- 

seph, Mo., ey Sioux City, Ia. 

12268—Board, of oc Commissioners of State of S. D. vs. C. 
& y. 

Fourth Section Soltestions Nos. 461, 462, 621, 673 and 678. (Further 
hearing.) 

we ky 3—Chicago, Ill.—Examiners Johnston and Crowley 

. & S. 3155—Rules for handling less carload perishable , in 
* individual cars. 


October 3—Washington, D. C.—Examiner Curtis: 
20975—J. L. Weinberg vs. A. T. & S. F. Ry. et al. 
a ees Wash.—Commissioner Lewis & Atty. 
arclay: 
17000—Part 5—Rate Structure Investigation. Furniture in so far 
as it embraces the classifications, ratings, rates, charges, rules, 
regulations and practices pertaining to the interstate transporta- 
tion of furniture. 
18323—Investigation of Rates on Furniture. 
1. & S. 2828—Metal Furniture in C. F. A. y- 
18568—Hey wood- Wakefield Co. et al. vs. A. A. R. R. et al. 
18835—Grand Rapids Show Case Co. et al. vs. "A. A. R. R. 
19306—Hey wood- Wakefield $*: et al. ~h A. & V. Ry. et al. 
20022—-Mayer & Co. vs. L. I. R. R. et a 
20597—Hey wood- Wakefield Co. vs. A. c. Mh R. R. et al. 
1. & S. 3102—Classification Ratings on Furniture Frames. 
20726—Jackson Traffic Bureau vs, A. G. S, R. R. et al. 


or E. St. Louis, II, 


Examiner 


et al. 
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OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 
From Piidedelgin.. Wedneodays and Saturdays 
From Houston........Mondays and Thursdays 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 


Service That Satisfies 


TRIPP WAREHOUSE COMPANY 


Merchandise 2"4 Machinery Storage 


POOL CAR DISTRIBUTION 
MEMBER 


AMERICAN CHAIN OF WAREHOUSES 
CHICAGO, 53 West Jackson Blvd. NEW YORK, 260 W. Broadway 





Omaha’s Largest 
Merchandise Warehouse 


offers to the public the IDEAL warehouse and 
distributing service in the Middle West. 


Ideal 
offices for brokers and branch managers. Central 
location. Reinforced concrete construction. Private 
trackage, no switching charge. Prompt city de- 
livery service. Pool cars distributed promptly. 


The Terminal Warehouse Co. 
Omaha, Nebr. MemberA.W.A. 11th and Jones St. 


Merchandise Distribution and Warehousing. 





EXPORT 


IMPORT 

Pool Car Distributors 

Constructive Station Deliveries 

Armored Trucks fer Handling 
Valuable Products 


P. O. Box 780, 


THE TRAFFIC WORLD 


Southern Steamship Company 


THE MOTOR HAULAGE COMPANY, Inc. 


NEW YORK CITY, N. Y. 


Over 150 Heavy Duty Trucks in Operation 









PANAMA MAILS. S. CO. 


Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 

From SAN FRANCISCO and LOS ANGELES te HAVANA and NEW YORK 

EASTBOUND SAILINGS 


















S. S. VENEZUELA............... Sept. 22 Sept. 24 
S.S. GUATEMALA .............. Oct. 6 Oct. 8 
S. S. AGWIDALE.............00- Oct. 20 Oct. 22 
S.S. COLOMBIA ................ Nov. 10 Nov. 12 







Also regular sailings for ~ ny Champerico, San Jese de 
Guatemala, Acajutla, La Libertad Union, Corinto, Ama 
Puntarenas, San Juan del Sur, Bates nol and Cristobal (Panama) 
Buenaventura. 

Trans-Shipment at Panama for Seuth Americe and European Ports 


Through rail export bills of _ eae issued in transcontinental 
ay SF RY Angeles harbor honored to all 




















ancisco and 
Coast Mexican and Central } 





















CES— 
2 Pine Stree 


~—O 
140 8S. Dearborn St., Chicago, Ill. 
548 S. Spring 


, San Francisee, Cal. 
10 Hanover Sq., New York, N. Y. t., Les Angeles, Cal. 








Traffic Manager for 80 Industries 


What’s a man’s chance in Traffic Management? “Big, if he trains,” 
answers F. B. McElroy, of Chicago Heights, Ill., and his own experience is 
ample proof. Eight years ago, clerk in the traffic department of the Amer- 
ican Manganese Steel Co., he enrolled with LaSalle for training in Traffic 
Management. Four years later he was appointed Traffic Manager of the Chi- 
cago Heights Manufacturers’ Association, made up of more than 80 industries 
and shipping practically everything from boxes and bottles to rails and rail- 
road equipment! Mr. McElroy frequently represents this association before the 
Interstate Commerce Commission and is recognized in the profession as an 
outstanding traffic man. He gives full credit to LaSalle for his advancement. 


Send for This Free Book 


Are you eager to advance in a field that spells real opportunity? If so, the coupon 
will bring you, without obligation, a 96-page book that points the way to the big rewards 
in Traffic Management and shows you how, in a comparatively few months, you can equip 
yourself to take advantage of them. Get an early start on those chaps at the nearby desks 
by clipping and mailing the coupon NOW! 


LASALLE EXTENSION UNIVERSITY 
The World’s Largest Business Training Institution 
Dest. 9 oe it salery-increasing plan as applied 4 
ojvencunent inthe! business field ed below. Send copy 
of ‘‘Ten Years’ Promotion in One,”’ all without obligation. 
OTraffic Management 


O Business Management O Banking and Finance 

O Higher Accountancy CO Modern Business Corre- 

O Modern Salesmanship spondence 

O Railway Station 0 Telegraphy 
Management O Expert Bookkeeping 

D Law—Degree of LL.B. a C. P. A. Coaching 

0 Commercial Law OD Business English 


CiIndustrial Management (Commercial Spanish 
0 Modern Foremanship OU Effective Speaking 
O Personnel Management ()Stenotypy 


O Credit and Collection Correspondence 








CONTRACTORS FOR 
Central Vermont Ry. Co. 
Central R.R. of N. J. 
Eastern S.S. Co. Lines 
Long Island R.R. Co. 

New York Central R.R. > 







BROOKLYN, N. Y. 







Ocean 
Pennsylvania R.R. Co. 
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er as Addison, Trading as Florida Mattress Factory, et al. vs. 
& R. R. R. et al. 
21087 “The Stationers Corp. vs. P. M. Ry. et al. 
21118—Heywood-Wakefield Co. et al. vs. C. M. & St. P. Ry. et al., 
Portions Fourth Section Appl. 2057 et al. (further hearing). 
and receivers thereof. 
21135—Jackson Traffic Bureau vs. A. T. & S. F. Ry. et al. 


October 3-4—Argument at Washington, D. C.: 

Finance No. 6409—In the Matter of the Joint Application of Great 
Northern Pacific Ry. and Spokane, Portland & Seattle Ry. for 
authority to the first-named company to acquire control by lease 
and to operate the railroad of the latter company; to issue capital 
stock and assume certain liabilities. 

Finance No. 6410—In the Matter of the Application of the Great 
Northern Pacific Ry., Northern Pacific Ry. and Great Northern 
Ry. for authority to the first-named company to acquire control 
of the other two companies by purchase of capital stock and to 
lease their railroads. 


October 4—Washington, D. C.—Examiner Curtis: 
21026—Carbon Limestone Co. vs. Penna R. R. 


October naa hoe at Washington, D. C.: 
17330 (and Sub. No. 1)—Illinois Coal Traffic Bureau vs. A. V. L 


Ry. et al. 
18025—Old Ben Coal Corp. vs. A. & V. Ry. et al. 


October 5—Washington, D. C.—Examiner Curtis: 

* 20723—F.. J. Lewis Mfg. Co. vs. A. C. & Y. Ry. et al. 

October 8—Washington, D. C.—Examiner Curtis: 
20630—J. Fred Amsden vs. Can. Natl. Ry. et al. 


October 8—Galveston, Tex.—Examiner Bardwell: 
14880—Dallas Chamber of Commerce et al. vs. A. & R. R. R. 
15463—-St. Louis Chamber of Commerce et al. vs. A. & R. R. R. 
1. & S. 2097—Rates to Southwestern Destinations. 

1. & S. 2271—Rates to Southwestern Destinations, (further hearing. 
respecting lawful rail-ocean, ocean-rail, and rail- -ocean-rail rates 
for — from and to the points embraced in respective 
proceedings) 

October 8—Washington, D. age ag ag Davis: 

Finance No. 7061—Application L. & N. R. R. for authority to acquire 
control by lease of the railroad and properties of the L. H. & St. 
L. Ry. and to assume certain obligations and liabilities. 

October 8—Washington, D. C.—Examiner Berry: 

1. & S. 3151—Fertilizer and materials, including cottonseed, cake, 
meal and hulls, between Mississippi Valley territory and points 
north of Ohio River. 

October 8—Philadelphia, Pa.—Examiner Brown: 
—s Sub. No. 1 and 2)—James Gallagher et al. 


et al. 


et al. 
et al. 


vs. Penna. 


RAIL EMPLOYES IN JULY 


Class I railroads in the middle of July had 1,728,789 em- 
ployes, a decrease of 5.19 per cent as compared with July, 1927, 
and a decrease of 6.92 per cent as compared with July, 1926, 
according to a compilation from carrier reports made by the 
bureau of statistics of the Commission. The number of em- 
ployes in July, by classes, was as follows: 


Executives, officials, and staff assistants, 16,867; professional, 
clerical, and general, 272,216; maintenance of way and structures, 
452,731; maintenance of equipment and stores, 458,043; transportation 
(other than train, engine and yard), 198,808; transportation (yard- 
masters, switch tenders. and hostlers), 22,122; transportation (train 
and engine service), 308,002; total, all employees, 1,728,789. 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Former A. G. F. A. with experience tar- 
iff issuance, rate making, divisions, all classes of claims, etc., desires 
immediate connection. Do not expect to start at the top either in 
neni og position. Address W. H. O. 130, care Traffic World, Chi- 
cago, : 











POSITION WANTED—Traffic manager now employed and in 
good standing wishes new connection. Several years with important 
rail and boat line association; eight years in New York City as ex- 
port traffic manager, with complete control of shipping, rail and 
ocean; now head of transportation department large industry having 
plants in Chicago and elsewhere. Operate private car line; expedite 
movements many cars daily; close student rate structures all terri- 
tories; have successfully handled many reduced rate proposals. Mem- 
ber Traffic Clubs of Chicago and New York City. Address H. N. H. 
128, care Traffic World, Chicago, Il. 





POSITION WANTED—Competent traffic man, age 30, with broad 
traffic experience, desires connection with reliable company. Ad- 
dress O. L. L. 114, care Traffic World, Chicago, IIl. 





HAVE your freight bill audited for overcharges by our rate 
experts. No service fee. Our commission only 40 per cent. Freight 
Bill Inspection Bureau, 7851 Lowe Ave., Chicago, Ill. 





FOR SALE—Traffic library, Mom an estate. Grand Rapids 


Trust Company, Grand Rapids, Mich. 





UNION CITY°-;-o WATERBURY 
BEACON FALLS@-ONAUGATUCK 
ANSONIA SOSEYMOUR 
SHELTONG'o OERBY 
nage 6 ae — NEW HAVEN 


SOUTH NORWALK 


TO ALL LONG ISLAND SOUND 
POINTS WEST . 


THAMES RIVER LINE, 


NEW YORK 
TO ALL POINTS SOUTH BOAT AND RAIL 


THE TRAFFIC WORLD 


WILLIMANTIC @ 
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LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 


Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. LEONARD & CO, 


155 N. Clark St., Chicago 15 E. 26th St., New York 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Lecated in Heart of Railread District and Jebbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


689 South Front Street, MEMPHIS, TENN. 


HAMMOND, IND. 


In the Chicago Switching District 


General Merchandise, Furniture 
and Cold Storage 


POOL CAR DISTRIBUTORS 


Quick Service. Low Rates 
ma THE GREAT LAKES WHSE. CORP. 


HAMMOND, INDIANA 
































BALTIMORE, MD. 


STORAGE WAREHOUSE 


Cold Storage t=: General Storage 
Pool Car Distribution—Forwarding—Rigging 


BALTIMORE TRANSFER CO., monument and Forrest Sts. 





Chicago’ 2 onl Siemans’ City’s Most Modern ‘Waechatne 


MERCHANDISE STORAGE and 
2000 Certoad POOL CAR CAR DISTRIBUTION 


+a TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


S. N. LONG WAREHOUSE 


Storers, Distributors 


and 


Forwarders 
General > ise 


Pool Car Distribution — Prompt and Intelligent Service 





SAINT LOUIS, MISSOURI 


THRU RATES AND 


__aoe® SEWETT CITY 
WORWICH 








South Norwalk, Bridgeport, New 


wae WESTERLY fi TOM Londen and Norwich, Conn. 


uth and Southwest 


umes BOAT SERVICE 
a STORE DOOR DELIVERY CLYDE, OLD DOMINION, SAVANNAH, 
ay OUR Own moroR TaUCKS UTC n4aLTORY and MORGAN S. S. LINES 


ERNEST E. FUCHS, 
President 


INC., Pier 32 E. R., New York City, 









DIRECT WATER ROUTES 


to oat F. “, =, T. Lis Inter-Mountain, 
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Automobiles 
via Lake and Rail 


N| ICHOLSON UNIVERSAL TARIFFS 

No. 1A and No. 10 I. C. C. No. 2 and 
No. 3, effective September 26th, pro- 
vide a further reduction in proportional rates 
on carloads of automobiles from Detroit and 
Toledo respectively to 650 different cities in 
the States of Colorado, Iowa, Kansas, Minne- 
sota, Missouri, Nebraska, North Dakota, South 
Dakota and Wyoming. 





An intermediate clause opens most of this 
entire territory to the benefit of a material 
saving in freight charges to be gained from 
shipping carloads of automobiles from Detroit 
and Toledo via Nicholson Universal Steam- 
ship Company. 


There are over two full months of the pres- 
ent season of navigation in which to take 
advantage of a saving in freight charges which 
in many cases is as great as $30.00 per carload 
of automobiles. 


NICHOLSON UNIVERSAL STEAMSHIP COMPANY 


Owned by 
UNITED STATES FREIGHT COMPANY 


Offices: 
TS Serer South & Ohio Streets 
ER nn.ne 5550.04 000 ee 53 West Jackson Blvd. 
Caepereme, GMO ..... 6c Foot of East 40th St. 
OS |” eee 501 Coe Terminal Bldg. 
Milwaukee, Wis. ............ 225 Erie Street 


Lees pee eee Elm & Water Streets 


Toledo, Ohio 
Sek Sek 125 So. Broadway 


Green Bay, Wis. 


NICHOLSON 
UNIVERSAL STEAMSHIP 
COMPANY 


NHANOUOTAY POND ESSEATOD RESO UESSUHUAASNOEOASHDALOD EDDA TEA 
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TAS Pf BUFFALO 


At Your 
Finger Tips 


HE Chain of Tidewater Terminals and 

Allied Inland Warehouses offer facil- 

ities to the Merchant Marine, shippers 
and consignees of export and import cargoes 
never before available in this country. 


Ultra-modern buildings, equipped in the 
most up-to-date manner, afford the greatest 
safety and security with the lowest possible 
insurance rates. Direct rail transfer except 


. in New York where the terminal is located 
within “free lighterage limits”. 


Centralized administration under a manage- 
ment specializing in terminal and warehouse 
operation, insures a uniform high standard 
of service throughout the entire chain, to 
vessels and shippers alike. 


W. B. McKINNEY, Sec’y and Treas.’ 


Fa eae ae a ea a ae ae SE aE ae ae a eae 


The EMAINGS TIDEWATER TERMINALS} 
and ALLIED INIAND WAREHOUSES. et 


: i= iin 


THE TRAFFIC WORLD 


Strategic Points of Operation 
or Shippers a 
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BOSTON TIDEWATER TERMINAL, INC. 
J. M. Hoffman, V. P. & Gen’l Manager 
666 Summer Street, Boston, Mass. 


ATLANTIC TIDEWATER TERMINALS 
G. W. Green, V. P. & Gen’l Manager 
17 State Street, New York 


PHILADELPHIA TIDEWATER TERMINAL 
G. M. Richardson, Gen’! Manager & Treas. 
10 Chestnut Street, Philadelphia 


NORFOLK TIDEWATER TERMINALS, INC. 
. A. Moore, Manager 

Norfolk, Va. 
KEYSTONE WAREHOUSE Co. 

W. S. Bishop, Gen’! Manager 

Seneca and Hamburg Streets, Buffalo, N. Y. 
MERCHANTS’ WAREHOUSE Co. 

Snowden Henry, Supt. 

10 Chestnut Street, Philadelphia 












RICHARD D. JONES, Western Traffic Mgr. 
1646 Transportation Bldg., Chicago 
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HARVEY C.MILLER President 
COMMERCIAL TRUST BLDG. PHILA. PA. 
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International Truck Triumphs 
Over Sahara’s Wastes 


ie I WERE asked to state why Baron 
Frederik von Blixen-Finecke and I 
crossed the Sahara by truck, I could only 
answer that in doing so we attempted and 
accomplished something which everyone 
claimed was impossible. We both felt that, 
having gone so far as buying an Interna- 
tional Special Delivery for the trip, we 
would ignore advice and go on. 

On March 26th we started our adven- 
ture from Kano, in Nigeria. Out of Zinder, 
appalling heat enveloped us, our thermom- 
eter registering 125° in the shade. Progress 
from Niamey on was slow, barely averaging 


ten miles per hour. 
“ “ “« 


The desolation at Tabankort, an abandoned 
military post, would drive most white men 
crazy in a month. The heat is beyond descrip- 
tion. The water is almost as salt as the sea, 
so we decided not to fill our two 10-gallon 
drums as we should pass another well called 
Asselagh, fartheron. Thegoing becamestead- 
ily worse. At dusk we came to the conclusion 
we had missed the well. We were faced with 
the alternative of going on or of turning back. 

Either way courted death and aterrible one, 
but we decided to go on. 
At 2:30 
A. M., we 
were com- 
pelled to 
stop, over- 
come by 
exhaus- 
tion. A 
small glass 











Thrilling story of first 
four-wheel truck to conquer 
3,000 miles of world’s 
greatest desert, by 
SIR CHARLES MARKHAM 


British soldier, explorer and big-game hunter 


’ of water and dry biscuits for-us, but not a sound 


of complaint from our wonderful truck. The 
going became worse, involving corrugated iron 
sheets under the wheels, which otherwise would 
have sunk to the hubs in sand. Four feet forward 
—stop. Scratth sand, replace sheets, again for- 
ward four feet. There was less than a gallon and 
a half of water left. Our 
International was boiling 
constantly but kept faith- 
fully on and every drop of 
water poured into the radi- 
ator was like parting with 
our life’s blood. Finally, 
a speck on the horizon! 
Our hopes rise, «¢What is 
it,” we cry, ‘‘can it be 
water?’ Hardly can we 
curb our impatience. We reach the steel drum. 
Empty! Our hopes are dashed and both secretly 
think we have come to the end of our last journey. 

The next day, we ran into a deep valley of 
sand. The truck sank into the axle. Only a quart 
of water left—for the engine, or ourselves? We 
compromised with a mouthful apiece and the car 
drank the rest. Progress was terribly slow, the 











“Baron Blixen drags his weary steps toward the drums. What an eternity it takes—” 


truck shuddering under the terrific strain 

from the resistance of the sand, but coming 

through with flying colors. We climb a 

small escarpment, and see, barely a mile 

away, five drums standing in solitary state. 

Are they empty, or filled with water or pet- 

rol? Baron Blixen drags his weary steps to- 

ward the drums. What an eternity it takes to 
cover that mile; but finally he reaches them. 
It is water! With feverish haste we drink 
the precious liquid which means life. 
“ “ “ 

On April 12th we reached Algiers, having 
covered 4,535 kilometers (2,818 miles)in six- 
teen days. From Kano to Algiers, we con- 
sumed 1 56 gallons of petrol (187 U.S. gals.). 

We were not only glad to have accom- 
plished the journey, but to have done it in a 
regular stock model International 
Truck, without special equipment or 
preparation, no spare parts were car- 
ried—or needed. 

Norte: These are short excerpts 
from this adventurous journey across 
Sahara. International Harvester will 
be pleased to send you with its com- 
pliments, the complete story of Sir 
Charles,.in booklet form, profusely 
illustrated. Use coupon below. 


International Harvester Company of America, Inc. 
South Michigan Ave., Chicago, Ill, 
I would enjoy reading the full story of Sir Charles 
Markham's journey across Sahara. 


NGI CS 
Address. 
City. 
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SINCE 1858, THE WORLD’S LARGEST MAKERS OF QUALITY BAgs 


Packing and Shipping Costs 
Lowered . 


Jor hundreds of industries which 
now ship in Bemis Bags 


poy nem “(Mhen Bemis Bags have replaced other 


containers for shipping, the following 
vital factors entered into the decision: 


First cost, cost of handling, tare weight, 
storage space, and, finally, suitability. 


It has been found that Bemis Bags give more 
WARE SHOALS, S.C. than ample protection to the products, against 
Cotton Mills all the hazards of transportation — usually 
better protection than more expensive con- 
tainers. 
Is there any reason why you should not have 
the lower packing and shipping costs afforded by 
Bemis Bags? To find out, ship one unit of your 
product to us in its usual container; we will ship 
it back to you in a Bemis Bag—or tell you 


frankly it can’t be done! 
BEMIS BRO. BAG CO. 


Address: General Sales Offices, ST. LOUIS, U.S. A. 


COTTON ~ BURLAP ~ PAPER w PRINTED OR PLAIN 
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why Galveston 
is the Greatest. 
COTTON PORT 


THE TRAFFIC WORLD 


in the world y77 Ak 


Loading cotton for the ports of the worid at Galveston’s spacious wharves 


Total Receipts 1927-8, 2,601,629 Bales 


 haeseeannag are saved annually by Cotton Ex- 

porters who ship through the Port of Gal- 
veston. Centralized, unit direction, handling and 
financing eliminates all lost motion. Thirty-two 
piers with berthing space for 160 vessels, 50 miles 
of terminal lines, modern handling facilities, giant 
concrete fireproof warehouses—floored and sprink- 
ler protected—are all under unit control. Your 


entire arrangements for handling, storing and 
shipping are made at one time. 


Insurance rates are as low as any on the Gulf. 
Equitable rates apply for all service. Ships clear 
docks and are on the open sea. The Port of Galves- 
ton is the last point of sailing. Sixty-six shipping 
lines to all ports of the world. We are ready to 
give you complete confidential information to help 
you solve your problems. Write us today. 


For Specific Information or New PORT BOOK Write: 


GALVESTON WHARF COMPANY 


Galveston, Texas 


Geo. Sealy, Pres. 


F. W. Parker, Gen. Mgr. 
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ROUTE YOUR FREIGHT 


VIA GREAT NORTHERA 
| Careful Handling and Prompt Shipment 












Fast, dependable and economical freight service between 
St. Paul, Minneapolis, Duluth, Superior, Sioux City, 
Winnipeg, Billings, Butte, Spokane, Portland, Klamath 
Falls, Ore., Seattle, Tacoma and intermediate points. 


Through daily merchandise cars to Pacific Northwest 
and intermediate points. 


Operating Dependable Passenger Trains Daily 
Throughout the Northwest 


Also the Luxurious, Faster Time, No Extra Fare 


Oriental Simited 


Running daily between Chicago, St. Paul, Minneapolis, 
Glacier National Park and the Pacific Northwest—over 
1200 cinderless miles behind giant oil-burning and 
electric locomotives. 


M. J. Costello 
Western Traffic Manager 
Seattle, Wash. 


H. H. Brown A. J. Dickinson 
General Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. t. Paul, Minn. 
H. G. Dow T. J. Shea 
Eastern Traffic Manager Asst. General Freight Agent 
New York City 79 W. Monroe St., Chicago, III. 





A Dependable Railway 
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THE REDWOOD LINE 


Gulf-Intercoastal Steamship Service 






















CHICAGO Between the Gulf of Mexico BIRMINGHAM 
Ray F. Thompson . : H. B. Rox 
9118, 105 W. Adams St and California Ports 201 Brokers Bldg. 
Phone Franklin 3774 Phone 38-5266 


THE REDWOOD LINE 


has moved the Pacific Coast Mar- 
kets closer to the Mid-West by their 
through rate arrangements. 


Only stable, efficient and reliable 
service could accomplish 
this result. 


Prove it by specifying 
REDWOOD LINE 
routing on your shipments. 


ST. LOUIS MOBILE 
Fred D. Royce Wm. Gorman 
1618 Arcade Bldg. 206 State Office Bldg. 
Phone CHestnut 4107 GULFPORT Phone 4214 
The Redwood Line 
West Pier 


Phone 33 


GENERAL PACIFIC COAST AGENTS: McCORMICK STEAMSHIP CO. 


SAN FRANCISCO OAKLAND LOS ANGELES , 
900 Matson Bldg. Market St. Pier 1110 Lane Mortgage Bldg. 
215 Market St. Foot of Market St. 208 West Eighth St. 


Offices also in Portland, Seattle and Tacoma 


REDWOOD LINE, Inc. 


A DEPENDABLE COMPANY 


General and Local Offices Located: 


1421 New Orleans Bank Building - - - 226 Carondelet Street 
NEW ORLEANS 
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sll THE CANNING INDUSTRY IN WESTERN OREGON A 
2 
oy LTHOUGH the canning of fruits, berries districts within a radius of fifty miles for its 
Ss sw and vegetables in Western Oregon is prac- supply of raw products. This plant employs a 
® ®@ 
=a 6 tically a new industry when compared crew of over eight hundred men and women dur- - o 
at i. with other industries in this section, it is fast ing the packing season and packs annually in <i) 
os + becoming one of the more important enter- enn el <a: —— thousand cases of fruits, =5 
ZEZ prises. It is now long past the experimental Perr a ege es. . P 2 
53 oa stage and is taking its place as one of the lead- ratte, berrian and vequtabics im feet most de, se Se 
ee 2S an oe in the commercial and economic de- licious form from canneries of this type located A = 
a o velopments of the western part of the state. in the fertile Willamette River Valley to the B 
@ One of the largest independently owned and tables of housewives in the Eastern United a 2 
® operated canneries in the state draws on the States and the United Kingdom. 8 
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